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Isthmian Steamship Lines 


General Offices: 50 Trinity Place, NEW YORK CITY 


Branch Offices: 


Herald Building, SYRACUSE, N. Y. Commerce Bidg., ROCHESTER, N. Y. Rockefeller Bldg., CLEVELAND, 0, ED 
Union Trust Bldg., CINCINNATI, OHIO Marine Trust Bldg., BUFFALO, N. Y. 
CUI 


DIRECT STEAMER SERVICE a 


From New York, Philadelphia, Boston, Baltimore, New Orleans, Galveston, Mobile 
and Pacific Coast Ports 
To India, China, Japan, Philippines, Dutch East Indies, Straits Settlements, 
Brazil, River Plate, Chile, Peru, Mediterranean, Levant, 
U. K. and Continental Ports 


Also INTERCOASTAL SERVICE 
New York, Baltimore, Portland, Norfolk, and other Atlantic and Gulf Ports, to 
San Diego, Los Angeles, San Francisco, Portland, Seattle, Vancouver, etc., and return to New York, 
Boston, Baltimore, Philadelphia, Providence, and other Ports as cargo offers. 
Direct Service Baltimore to Honolulu without transshipment. 


For particulars, rates, sailings, etc., apply to General Offices, or to 


NORTON, LILLY & COMPANY, General Agents—New York, Chicago, Detroit, ey mg Baltimore, Norfolk, 
Newport News, Boston, New Orleans, Mobile, Cristobal, Balboa, San Diego, Los An San Francisco, 
Portland, Seattle, and Vancouver. 


E. C. EVANS & SONS, San Francisco (Pacific Coast—United Kingdom). 
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P. R. GATES, Secretary H. D. HOWELL, Manager Export Department 
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and every Tariff and Supplement, either 
a single sheet or a thick issue, is held 
upright in natural reading position, 
available for instant reference. 


This unusual Automatic Tariff File 
saves expensive clerical time by elimi- - 
nating waste motion and speeding up 
reference. 


Automatic Tariff Files are made in sev- 
eral capacities—with 4 drawers, 3 draw- 
er counter-high files, convenient Tariff 
Desks and two drawer Desk-side units. = 















(i 


Complete information will be sent on request. 


THE AUTOMATIC FILE 
& INDEX CO. 


Generat Sales Offices 
1322 Steger Building 
28 E. Jackson Boulevard 
Chicago, Ill. 
Factory: Green Bay, Wisconsin 


TW 5-11-Gray 









1118 


THE TRAFFIC WORLD Vol. XLII, x, 


Flectru city dumps them 


pur iii es PORE ae OpRRt LEP 8 nrg ner mene 9 ore ena noma ten emanenen PORT ee enmemeermrnneremeescnretn scree sen 


Wellman-Seaver-Moréganli mt 


type car dumper at T. & 


Railway Co., Toledo, Ohio. Inset 
shows electric equipment for 


“‘mule haul’. 


Apply the proper G-E 
motor and the correct 
G-E controller to a spe- 
cific task, following the 
recommendations of 
G-E specialists in elec- 
tric drive, and you have 
G-E Motorized Power. 
Built in or otherwise 
connected to all types 
of industrial machines, 
G-E Motorized Power 
provides lasting assur- 
ance that you have 
purchased the best. 


ENERAL 


Lifting-type car dumper at P. & C. Dock 
Company, Conneaut, Ohio. Inset shows 
G-E equipment which supplies power for 
this McMyler dumper. Hulett Engineering 
Co., Cleveland, consulting engineers. 


otorized Power 
~fitted to every need 


ELECTRIC_ COMPANY, 


0. 1 
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Faster 
at less cost 


There is no quicker way of dumping cars than 
this. One hundred and twenty tons in ninety 
seconds! That’s close to the ultimate in unload- 
ing speed. It’s five times as fast as the hopper- 
dump method—twenty or more times as fast as 
the clam-shell way. 
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Electricity does it better than other forms ot 
power. It’s cleaner; it requires less man-power; 
up-keep costs are less; and there are no stand- 
by losses—power is used only in useful work. 





The accuracy of control, and the superior 
dependability of G-E Motorized Power make it 
unexcelled for this exacting service. Your nearest 
G-E office is always ready to supply complete 
information and advice. 






Wellman-Seaver-Morgan rolling-type 
car dumper at Florida Portland Cement 
, Co., Tampa, Fila. 
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Wellman - Seaver- Morgan 
revolving-type car dumper 
at Western Maryland Rail- 
way Co., Baltimore, Md. 
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Great Lakes = pe: New York 


Siz 


TLe Only Direct All-Water Route 


SERVING WITHOUT TRANS-SHIPMENT 


New York - Buffalo - Cleveland - Toledo - Detroit 
Oswego - Hamilton, Ont. 


SHIP BY BARGE! 


AND 
REDUCE YOUR TRANSPORTATION COSTS 
Dependable Freight Service with 2O% Savings in Rates 
Delivery Alongside Steamers at New York Without Trans-shipment 


Nothing Less Than Full Barge Loads Accepted. 650 gross tons constitute average barge load. Barges 
move in fleets of four (4) with approximate total capacity of 2600 gross tons. 


For Rates or Other Information, Address 


HEDGER TRANSPORTATION COMPANY, inc 


MEMBERS 25 Broadway, New York City, N. Y. TELEPHONE 


N. Y. Produce Exchange 4 BOWLING GREEN 0495 
N. Y. Maritime Exchange BUFFALO OFFICE: Chamber of Commerce Building BONDED CARRIER 










you need Fivefold Protection 


ARKIES singing . . . wheels 
rolling ... trucks roaring 
away. Swish! Thud! Smash! Crash! 
Boxes of merchandise bump to the 
ground .. . are roughly handled. 


Were they yours? . . . Will some 
favored customer receive damaged 
merchandise? . . . Will the next 
storm “get to” your packages?... 
Will boxes swell and burst? . .. How 
much hidden damage to your goods? 


These things happen every day. 
Each year millions of dollars are 
lost because of inadequate pack- 
ing. Every week good customers 
go somewhere else to buy because 
of these things. What is your bill 
for damaged merchandise? ... What 
does your loss amount to from dis- 
gruntled customers? 


You can’t control storms, rough 
and careless handling. But you can 


Beye cxecives & 


= 
BA 


dv 
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take precautions to safeguard your 
merchandise. You owe it to your- 
self to be sure your goods leave the 
shipping room packed to stand the 
destructive handling of modern 
transportation. 


Fivefold Protection*— Good 
Wooden Boxes—assure delivery of 
your merchandise in the best pos- 
sible condition. Thousands of manu- 
facturers have found this the safest, 
most economical way of packing and 
shipping their goods. 


If you are confronted with any 
problem related to the packing or 
shipping of your goods, one of the 
engineers of this association will 
gladly call to explain the advantages 
of Fivefold Protection*. Their ser- 
vices are free. Why not send the 
convenient coupon today. It may 
mean thousands of dollars saved. 


WOODEN BOX BUREAU 


of the National Association of Wooden Box Manufacturers 
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*FIVEFOLD PROTECTION — 


Good Wooden Boxes—safeguard 


your merchandise against; 
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Rough handling in transit 


crushed contents 


Hidden Damage {,,, labels, etc.) 


Pilferage 
Bad Weather 


Disgruntled customers 





Wooden Box Bureau 


Chicago, Illinois 


Gentlemen: 
We manufacture 


vantages of Fivefold Protection*. 


Name 


Ds ohne cess hw esweien be beaes 


City. . 





and of the National Lumber Manufacturers Association 


CHICAGO, ILLINOIS 

























111 West Washington St., Dept. 5206 


and would like to have one of your 
engineers arrange to tell us the ad- 
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reight Bill Says. 


“*7t’s no Toonerville Service’’ 


Many shippers think the electric pers and merchants. They study your 
freight carriers of the Middle West are problems every day. They meet often 
mere Toonerville Trolleys which haul in groups and discuss how to better 





freight as a side line. service for shippers and merchants, 
: ‘ And they come to decisions which they 
That is a great mistake. translate into master freight service at 


The freight service of the thirty po ier in cost that is quicker and 
electric railway lines shown on the map ‘“@*€" than any ever given before. 


below is highly modernized. That fine hook-up of modern equip- 
The equipment is of the best. Solid ment and methods, operated by keen en- 
roadbeds, heavy rails, substantial freight thusiastic managements and employes, 
cars, modern terminals and up-to-date results in almost perfect service. 
methods. A trial shipment will convince you 
that it is no “Toonerville Service.” 





Best of all, managements and em- 

ployes are experts in freight work. Write L. E. Earlywine, Chairma 
, rT; : . 9 < 2 ae ’ n, 

They are freight-minded,” if I may Central Electric Traffic Association, 
coin that term. They are not mere ‘Terminal Building, Indianapolis, Ind., 
passenger men who dispose of their for details. Then ship and you will 
freight carrying duties at odd moments find you have uncovered real main line 
with “a lick and a_ promise. They action. Five thousand miles of it. 
have been raised in the freight game. 
They have studied the needs of ship- Yours, 
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Electric Freight Service | 
_ 800 Points 5,000 Miles | 
Central Electric Traffic Association} 
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The Shipping Board Lines 
listed here, comprising a fleet of 256 ves- 
sels, afford complete shipping facilities be- 
tween Atlantic Coast and Gulf ports and 
ports in every part of the world. 


*AMERICA FRANCE LINE 
42 Broadway, New York City 
N. Atlantic to French Atlantic ports 


*AMERICAN BRAZIL LINE 
17 Battery Place, New York City 
Atlantic ports to ports in Northern Brazil 


*AMERICAN DIAMOND LINES 
$9 Broadway, New York City 
North Atlantic Ports to Holland and Belgium 


DIXIE UK LINE 
New Orleans, La. 
New Orleans to United Kingdom 


AMERICAN MERCHANT LINES 
17 Battery Place, New York City 
Passenger and freight services to United Kingdom 





*AMERICAN PIONEER LINE 
11 Broadway, New York City 
North Atlantic ports to Orient, India 
and Australia 
Periodically this line conducts an around-the- 
world service via the Suez Canal 


DIXIE MEDITERRANEAN LINE 
New Orleans, La. 
New Orleans to Mediterranean ports 


GULF BRAZIL RIVER PLATE LINE 
Hibernia Bank Bldg., New Orleans, La. 
Gulf ports to east coast of South America 


MISSISSIPPI VALLEY EUROPEAN LINE 
Hibernia Bank Bldg., New Orleans, La. 
New Orleans to French and Belgian ports 


YANKEE LINE 
110 State Street, Boston, Mass. 
North Atlantic ports to German ports 


GULF WEST MEDITERRANEAN LINE 
917 Whitney Building, New Orleans, La. 

| Gulf and South Atlantic ports to Portuguese, 

Spanish, and North African ports (west of Bizerta) 





MOBILE OCEANIC LINE 
Mobile, Ala. 
Mobile and Eastern Gulf ports to United 
Kingdom and continental European ports 





AMERICAN GULF ORIENT LINE 
917 Whitney Bldg., New Orleans, La. 
Gulf ports to Orient and Dutch E. I. 


AMERICAN REPUBLICS LINE 
83 Broad Street, Boston, Mass. 
N. and S. Atl. ports to Brazil and River Plate 
Ports, east coast of S. America 


ORIOLE LINES 
Citizens Natl. Bank Bldg., Baltimore, Md. 
North Atlantic ports to west coast of 
United Kingdom and Irish ports 


SOUTHERN STATES LINE 
925 Whitney Central Building, New Orleans, La. 
New Orleans and Texas ports to German 
and Holland ports 


TEXAS MEDITERRANEAN LINE 
Cotton Exchange Bldg., Galveston, Tex. 
Texas ports to Mediterranean ports 


TEXAS UKAY LINE 
Galveston, Texas 
Texas ports to United Kingdom ports 


TEXAS STAR LINE 
New Orleans, La. 
Texas ports to French and Belgian ports 


UNITED STATES LINES 

45 Broadway, New York City 

assenger, mail, freight service to 
England, Ireland, France and Germany 


“Accommodations available for a limited 
number of passengers on these lines. 
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Rocer Basson says: 
“Ship Under the American Flag — 
Our Merchant Marine is Worthy 

of Your Support” 


HE last decade has witnessed 

another amazing example of 
American business genius. It has 
seen the development during recent 
years of a complete new American 
Merchant Marine of over 400 mod- 
ern, well-equipped, well-manned 
freight vessels, sailing on regular 
schedule to all parts of the world. 
These are the ships contained in 
the 20 lines operated for the United 
States Shipping Board and the 17 
lines developed by the Shipping 
Board but now under private 
ownership. 


This new Merchant Marine has 
contributed greatly to our national 
prosperity. It has been of inestim- 
able value in the post-war expan- 
sion of our industries. It has en- 
abled hundreds of manufacturers 
to extend the field of 
their activities. And, 
today, it offers Amer- 
ican business an un- 
precedented oppor- 


~~ — 


UNITED STATES 





— 


SHIPPING BOARD 


tunity to develop foreign markets 
and sources of raw materials, 


An especially helpful item of ser- 
vice rendered by Shipping Board 
Lines is the counsel of the expe- 
rienced operators of the Merchant 
Fleet Corporation. These experts 
will be glad to give you advice that 
will prove of value in opening up 
new trade channels, as well as in 
developing your present markets. 


In addition to freight services, 
the Shipping Board Fleet contains 
the fast passenger vessels of the 
United States Lines. Led by the 
S. S. “Leviathan,” world’s largest 
ship, these vessels offer exceptional 
accommodationstoEuropeanports. 
The American Merchant Line’s 
vessels, sailing weekly from New 
York, offer comfortable passage to 
London at rates that are remark- 
ably reasonable. 


Write for complete 
information on either 
freight or passenger 
services. 





MERCHANT FLEET CORPORATION 


WASHINGTON, D. C. 
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LMS 


solves your distribution problems in England 


London, Midland & Scottish Railway of Great Britain 
“THE BEST WAY” 


EXPORTERS TO ENGLAND 


A distribution plan to meet your needs 


The LMS has a system of zone storage and dis- 
tribution that thoroughly covers the industrial 
areas of Great Britain. 


With a chain of 350 rail-connected warehouses, 
special distribution plans are designed to meet 
the requirements of every type of distributor at 
minimum cost. 


LMS will be pleased to work out a plan to meet 
your particular needs. Traffic Managers and 
Freight Forwarders are invited to address any 
office for full particulars. 


LMS Ry of G. B. LMS Ry of G. B. LMS Ry of G. B. 
(Jas. P. Robertson, Inc.), (Dyson Shipping Co.), (Oregon Forwarding Co., Inc.) 


333 N. Michigan Ave., 311 California St., Board of Trade Bldg., 
350 Warehouses Chicago, III. San Francisco, Cal. Portland, Oregon. 


Ten million feet of space or 


The cheapest and most con- London, Midland & Scottish Railway of G. B., 
venient form of distribution Thomas A. Moffet, Freight Traffic Manager in America, 


i itai 1 Broad , New York City. 
in Great Britain roadway, New York City 


LMS 


*-RAILWAY 


Great Britain 
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Offers a Highly 


Developed Freight Service 


BETWEEN 


The New England States and the South 
and West—Eastern Canada and all points 
South. Close affiliation with the lines listed 
below makes this an ideal route for the 
rapid movement of shipments. 


Canadian Pacific Railway 


Canadian National Railways. . 
Quebec, Montreal & Southern 


Boston & Maine 
Boston & Albany 


Pennsylvania. . 


Lehigh Valley. _.. a 


_via Rouses Point, N. Y. 


via Mechanicville, N.Y. 
via Albany, N. Y. 


via Wilkes-Barre, Pa. 


Central R. R. of N. J... 


Lackawanna.... 
Lehigh Valley 


via Binghamton, N. Y. 
via Owego, N. Y. 


And Their Connections. 


Our nearest representative will, if given opportunity, render you 


HELPFUL SERVICE 


All D. & H. Traffic Agencies are furnished information daily relative 


of the progress of your urgent carload shipments if requested to do so. 


| ,. WW - [- to junction passings. The Agency nearest you will keep you advised 


— 
ms = 


ALBANY, N. Y.—Telephone 3-11-41 
J. E. Colket, Milk Agent, 
D & H Building ; 
C. F. Beck, General Eastern Freight Agent, 
D & H Building 
ATLANTA, GA.—Telephone Walnut 5464 
Monte Pickens, Jr., Commercial Agent, 
930 Healey Building 


BOSTON, MASS.—Telephone Liberty 4106-4107 
F. H. Wheeler, New England Freight Agent 
A. W. Ackley, Asst. New England Freight Agt., 

429-430 Chamber of Commerce Building 


BUFFALO, N. Y.—Telephone Seneca 0853 
Jas. Vandenberge, General Agent, Freight Dept., 
722 Ellicott Square Building 


CHICAGO, ILL.—Telephone Wabash 8994 
C. H. Clark, General Agent, Freight Dept., 
1101-02 Utilities Building, 
327 South La Salle St. 
MONTREAL, QUE.—Telephone Uptown 7424 
James Fitzsimons, Gen. Canadian Freight Aegt., 
106 Drummond Building, 1117 St. Catherine 
St., West 


Pa 
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DELAWARE & HUDSON FREIGHT TRAFFIC AGENCIES 


NEW YORK, N. Y.—Telephone Whitehall 5648 
and 5649 

C. G. Howland, General Agent, Freight Dept.. 

1446-48 Woolworth Building, 233 Broadway 


os - ee PA.—Telephone Rittenhouse 


W. H. Chase, General Southern Freight Agent, 
1109-10 Finance Building, 
1420-26 South Penn Square 


PITTSBURGH, PA.—Telephone Grant 5516 
H. W. Haas, General Agent, Freight Dept., 
513-514 Bessemer Building 


SCRANTON, PA.—Telephone Bel] 2-8751 
J. J. Coyle, Division Freight Agent, 
D & H Passenger Station 


ST. LOUIS, MO.—Telephone Chestnut 9178 
J. B. Stewart, General Agent, Freight Dept.., 
1021-1022 Pierce Building 
TROY, N. Y¥.—Telephone 765 
James T. Hayden, Division Freight Agent. 
E. H. Dow, Asst. Division Freight Agent, 
Union Station 


W. G. Story, General Freight Agent, Albany, N. Y. 

Max V. Beckstedt, Gen. Freight Agent, Albany, N. Y. 

F. N. Hiller, Asst. Gen. Freight Agent, Albany, N. Y. 

Jas. A. Flanders, Jr., Asst. Gen. Freight Agent, Albany, N. Y. 

Cc. S. Hallenbeck, Asst. General Freight Agent, Albany, N. Y. 

F. W. Nyland, Coal Freight Agent, Albany, N. Y. 

L. F. Perry, Assistant to General Traffic Manager, Albany, N. Y. 
J. E. Roberts, Assistant General Traffic Manager, Albany, N. Y. 


Cc. E. ROLFE, 
General Traffic Manager 


ROUTE OF 


ALBANY, 


J. T. LOREE, 


Vice-President and General Manager 
is Ss 


THE MONTREAL LIMITED—Popular Short Way between New York and Montreal 
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Are you looking for a faster route 


this is the 


LOS ANGELES HARBOR 


ASTER harbor 

service coupled with 
the natural advantage 
which permits three fast 
trans-continental rail- 
ways to carry cargo 
direct to the wharves 
brought about the 
change in port su- 
premacy on the coast. 


Last year more ton- 
nage moved through 


Los Angeles Harbor 
than through any other 
Pacific Coast Port. 
144% more, in fact! 


Speed up your “Far 
Eastern”’ 


shipments SHIP 


YW 


by following this NEW 
map. For complete 
information about 
this great NEW ship- 
ping center of the 
Pacific, address 
General 
Manager- 


LOS ANGELES 
HARBOR 


DEPARTMENT — 


No. 203 


LOS ANGELES, CALIF. 
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Direct Routes to the Great 
Northwest 


WHEN routing your shipments to the great Northwest and Western 


















Canada, remember the direct lines of the Soo will carry your ship- 
ments swiftly and safely to all points in this vast territory. 

The Soo Line sees every shipment through in the fastest time, 
exerting every precaution in handling to assure perfect arrival. Soo 
Line representatives listed below will be glad to extend any coop- 


eration they can. Call on them for any assistance you may want. 





ROUTE YOUR FREIGHT CARE SOO LINE 


To avoid delay, shipments for Canadian destinations must be accompanied by SHIPPERS’ 
EXPORT DECLARATION MADE IN TRIPLICATE. This document must be delivered to rail- 
road agent at initial point with the shipment and accompany same to Canadian port of entry, 









A WINNIPEG 


SAULT SAINTE MARIE 







\THIEr River Facts BEssEemeER 


MENOMINEE 







ALWAYS DEPENDABLE 


MANITOWO® 
FREIGHT SERVICE . 





SAINT Pau 


AGENCIES ~~ pean 






po Grand Rapids, Mich., 1001 Grand New York, N. Y., 1550 Woolworth 
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Total Rail Lines 
16,726.69 
Miles 


Total Water 
Lines 


3,825 Miles 


(Continued from April 27th issue) 
CHAPTER XXII. 


Grades Parallel Each Other for 200 
Miles—Point of Meeting Agreed on— 
Ten Miles of Track in One Day 


During the latter part 
of the race the grading 
forces of the two com- 
panies worked almost in 
sight of each other. Be- 
fore the meeting of the 
tracks at Promontory put 
a stop to further con- 
Central Pacific line had 
to Echo Canyon, eighty 





struction, the 
been surveyed 


miles east of Ogden and the grading 
done almost to Ogden. The Union 
Pacific had graded west to Humboldt 
Wells so that the 


grades paralleled each 
other for nearly two 
hundred miles. In ad- 
dition to as much mile- 
age as possible, the 
Central Pacific sought 
access to the Salt Lake 
Valley, which at that 
time had nearly all the 
trade between Wah- 
satch Valley and the 
100th meridian and of- 
fered a prize worth try- 
ing for. 

Meanwhile, both 
roads had been noti- 
fied by the Government 
that they must decide 
on a place of meeting. 
Huntington, in New 
York, notified the 
Union Pacific officials 
that Promontory would 
suit the Central Pacific. 
He said that if the 
Union Pacific would 
build their road west 
to Promontory which was 54 miles west 
of Ogden, the Central Pacific would buy 
enough of that road east of Promontory 
to enable them to enter the Salt Lake 
Valley. He intimated further that if the 
Union Pacific would not agree to this the 
Central Pacific would build into the val- 
ley, anyway, paralleling the Union Pa- 
cific tracks. 

The Union Pacific agreed to sell and 
offered 45 miles of constructed railroad 
for $4,000,224.96. The Government scaled 
down this price to $3,000,000 for 47% 
miles of track. This took the Central 
Pacific within five miles of Ogden. In 
order to make Ogden the common termi- 
nal, this five miles was leased later to 
the Central Pacific for 999 years. The 
Southern Pacific still pays for this five 
miles of track, although since the con- 
struction of the Lucin cut-off it now uses 
but a very small portion of it. 
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FROM TRAIL TO RAIL 


A History of Southern Pacific 


John Chinaman 

News that the Pacific railroad was 
nearing completion began to spread 
throughout the country. Special corre- 
spondents were hastened to the scene by 
newspapers east and west and America 
began to read with its breakfast intimate 
stories from the construction camps and 
marvelous tales of track laying on the 
desert. The people of the East got their 
first real glimpses of the lawless life that 
marked the Union Pacific ‘‘end o’ track;” 
they learned for the first time something 
of that peaceful but industrious worker, 
John Chinaman, who had made the con- 
struction of the Central Pacific possible 
and from whose daily life and daily hab- 
its workers of all kinds and for all time 
might learn much that would be helpful. 
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One day the Union Pacific broke all 
records by laying six miles of track and 
the triumphant hosts in the Union Pa- 
cific camp invited Charles Crocker and 
his Chinese “pets” to try and match that. 
The Central Pacific responded with seven 


miles. The Union Pacific met this with 
seven and one-half miles. Charles Crocker 
declared that the Central Pacific would 
build ten miles of track in one day. Vice- 
President Durant of the Union Pacific is 
said to have bet $10,000 that it could not 
be done. There is nothing in the official 
records about the bet, but old timers will 
tell you that Crocker promptly took it 
up. How he won it is one of the stirring 
chapters in the building of the Central 
Pacific. 

Crocker reserved the right to pick his 
day and waited until a gap of twenty- 
five miles was all that separated the two 
tracks. April 27, 1869, was the day se- 
(Advertisement) 
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lected, but an engine off the track ear) 
in the proceedings compelled a postpone. 
ment until the next day. 

Bright and early in the morning the 
action started. Men and material were 
massed for the job. Each man had bee, 
drilled in the specific part he was to play 
in the big game. All were impressed with 
the importance of speed and the necessity 
of keeping out of the other fellow’s way. 

The rails were carried to the end of 
the track on little flat cars. There fou 
men would seize a rail, run forward with 
it and drop it in place. Correspondents 
and officials were standing around, 
watches in hand, timing the various 
operations. The average time for han 
dling a rail was thirty seconds. After the 
rail, came a gang which tacked it in 
place with eight spikes and dropped the 
bolts in place. Then on 
to the next rail. Be 
hind came a_e second 
gang which drove home 
the spikes that had 
been started, put in the 
rest of the spikes and 
tightened the bolts. A 
spiker in those days 
was expected to sink a 
spike home with three 
blows of the sledge. 
Behind spikers came 
the surfacing gang, 
which threw in the bal- 
last, levelled the track 
and tamped the ties in 
place. 





Irish Track Layers 


He continues: ‘lt 
may seem incredible, 
but nevertheless a fact 
that the whole ten 
miles of rail was hat 
dled and laid down this 
day by eight white men. 
These men were 
Michael Shay, Michael Kennedy, Michael 
Sullivan, Patrick Joyce, Thomas Dailey, 
George Wyatt, Edward Kieleen and Fret 
McNamara. These eight Irishmen in the 
one day handled more than 3,500 rails— 
1,000 tons of iron.” 

By 7:00 P. M.—twelve hours was 4 
day’s work in 1869—ten miles and two 
hundred feet of track had been laid 
This involved bringing up and _ putting 
into position 25,800 ties, 3,520 rails, aver 
aging 560 pounds each in weight, 55,000 
spikes, 7,040 poles, 14,080 bolts, or a total 
of 4,362,000 pounds. ‘ 

After the work had stopped, Boarding 
Boss Campbell ran a heavy train over 
the new track, making the round trip ™ 
forty minutes, just to prove that the 
work had been well done. 


(To be continued in May 25th issue) 
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OUR PLATFORM 


Keep the government out of business. This applies 
to ocean and inland waterway transportation as well as 
to other business. 

Regulation of motor vehicle common carriers in 
interstate commerce, and a special fee for the use of the 
highway as a place of doing business. 

Regulation of intercoastal steamship business. 

Non-discriminatory and reasonable railroad rates for 
shippers, but a rate level high enough to give the car- 
tiers as a whole the adequate revenue prescribed by the 
law and the Commission. 

Development of inland waterways for commerce 
only where a careful survey has demonstrated an ade- 
quate traffic demand, and then only for the purpose of 
permitting private operation of carriers thereon, who 
should pay for the privilege of using the waterways in 
order to recoup the taxpayers for the cost of develop- 
ment and maintenance. 

Repeal the Hoch-Smith resolution. 

A traffic department in charge of a capable traffic 
man for every business concern doing any considerable 
amount of shipping, and a realization by industrial traffic 
men that they must equip themselves to give the sort 
of service that will justify employing them. 

If motor vehicles, intercoastal vessels, and inland 
waterway carriers are not to be regulated, then remove 
regulation from the rail carriers. 


SETTLEMENT OF CLAIMS 


Further improvement in the record of the railroads 
With respect to prompt adjustment of freight claims is 
revealed by a summary of reports of freight claim office 
performance for 1928 prepared by the freight claim divi- 
‘on of the American Railway Association. 

In 1928, according to the summary, only 8.5 per cent 
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of the claims required more than 90 days for adjustment, 
as compared with 9.5 per cent in 1927. 

Within 30 days, 74.1 per cent of claims were adjusted 
in 1928, as compared with 73.4 per cent in 1927. In be- 
tween 30 and 90 days, 17.4 per cent of claims were adjusted 
in 1928 as compared with 17.1 per cent in 1927. 

The number of claims paid, declined, and withdrawn 
in 1928 was 2,371,991, as compared with 2,449,899 in 1927. 

The amount of claims in suspense at the close of 
December, 1928, was $2,150,965, as compared with $2,802,- 
391 at the end of 1927, a decrease of 23.2 per cent. 

The number of claims received in 1928 was 2,475,618. 
as compared with 2,527,055 in 1927. 

We have had occasion before to refer to the work ot 
the claim agents in thus contributing to a condition that 
disposes the public mind favorably towards the railroads. 
Their work is as important from this point of view as 
from that of the necessity for doing well a job that has to 
be done, and doing it with fairness as well as efficiency. 
We are glad to note that the claim agents are not only 
keeping up their good work, but even improving on it. 


EXPORT GRAIN RATES 

It will be interesting to watch the effect on the farmer, 
for whose benefit the reductions are made, of the reduced 
rates on export grain proposed by the railroads, if those 
reductions become effective, made so by the Commission 
in spite of some protests. One is disposed to question both 
the value of the results expected to be achieved and the 
methods employed in bringing about the reductions. It 
is the old question of making rates to please a powerful 
interest—in this case the administration at Washington— 
not necessarily because the railroads are convinced of the 
efficacy of what is proposed but because the “powers” want 
it done. Unquestionably the railroads are entitled to credit 
if they believe what they are proposing will relieve a bad 
economic situation, for they have the same duty to their 
country that we all have, and its good, in emergency situa- 
tions, transcends in importance the matter of a few dollars 
more or less. But if they are doing it without conviction 
that good will result, but merely because they do not wish 
to incur the embarrassment of an argument with the Presi- 
dent of the United States, the Department of Agriculture, 
and the ignorant part of the public that would jump to the 
conclusion that the railroads were selfish and unwilling to 
do anything to help, then we could wish they had refused 
to act, or at least that they had explained their objections. 
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We are having a little too much of rate-making because of 
persuasion from high quarters. 
DAYLIGHT SAVING 

We are not the only ones to whom daylight saving, 
locally, but not nationally, appeals as more or less of a 
nuisance, from a business point of view. Among other 
things that the Chamber of Commerce of the United States, 
at its convention in Washington, did last week was to adopt 
the following resolution on the subject: 

The present situation, with many communities and sections using 
daylight saving time and others similarly located using time which 
is one hour slower, makes it appropriate for the Chamber of Com- 
merce of the United States to have a committee to study the whole 
problem, including its relations to health and business, to the end 
that upon the recommendations of such a committee there may be a ref- 
erendum among the membership and determination of the Chamber’s 


oolicy whether or not there should be legislation by Congress to 
bring about uniformity. 


THE ENGINEERING MIND 

However much or little his opinion may be worth as 
to the merits of the proposal to dig the St. Lawrence water- 
way and however right or wrong he may be as to the senti- 
ment on this matter in Canada, Mr. Cahan, member of the 
Canadian Parliament, who addressed the annual convention 
of the U. S. Chamber of Commerce in Washington last 
week, seems to “know his onions” when it comes to 
psychology. “It is natural,” he said, “for engineers, how- 
ever eminent, to favor extensive schemes of construction. 
They are prone to be ambitious to build the highest building, 
the longest tunnel, the biggest bridge, or the deepest and 
widest canal ever yet conceived.” 

He might have elaborated this thesis, if it had been 
appropriate to refer to the subject at such a time, by pointing 
out that it is natural for the engineering mind also to desire 
to utilize the inland waterways, whether there be a proper 
economic demand for such use or not and without much 
thought as to conditions under which they should be used 
after they were developed. It seems a shame to the en- 
gineer not to make a transportation system out of the 
network of rivers that covers the country and they glow 
with ardor at the prospect of putting the waterways to work. 
He might even have mentioned a distinguished representa- 
tive of the engineering profession who has been chosen for 
the highest office in our nation, who, as an engineer, favored 
widespread waterway development, but who is now being 
watched by those interested in the subjeet to see whether, 
now that he is president, the views of the statesman will 
modify those of the engineer. 





THE HOCH-SMITH RESOLUTION 
By inference and by omission, but not by direct state- 
ment, the Chamber of Commerce of the United States, by 
he adoption of the resolution on railroad rate making, 
‘eported by its committee on resolutions, at its annual 
Convention in Washington last week, condemned the Hoch- 
smith resolution. 

Tn effect, the Chamber's resolution deplores what is 
taking place under the Hoch-Smith resolution and protests 
*gainst Congress imposing the requirements of the resolu- 
“on on the Commission. The adopted resolution is an 
provement over the rate-making resolution adopted at 
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the round table conference of the Chamber earlier in the 
week with reference to government influence in transporta- 
tion. It is to be regretted, however, that a direct statement 
in favor of repeal was not made, though we appreciate that 
an effort is made, in the preparation of such resolutions, to 
reconcile conflicting views. 

The Chamber declares that it regards it as unwise and 
contrary to sound public policy for Congress “to impose 
requirements for such elaborate investigations as unduly 
postpone rate adjustments which the Commission could 
otherwise make more promptly in accordance with the pro- 
cedure and law already established.” This appears to be 
a direct slap at the action of Congress in adopting the Hoch- 
Smith resolution, for what is deplored is what is taking 
place under that resolution. It is also cause for gratification 
that the Chamber’s resolution omitted the declaration in the 
group resolution that such investigations as have already 
been begun under the Hoch-Smith resolution should be 
completed. Of course, if the Hoch-Smith resolution remains 
on the books, the investigations will have to be carried on, 
but the effort should be to stop them by repeal of the 
resolution. 

The text of the Chamber’s resolution on railroad rate 
making follows: 


The power given to Congress in the constitution to regulate in- 
terstate commerce includes the power to regulate railway rates. Con- 
gress can either exercise the rate-making power directly or delegate 
it to the Interstate Commerce Commission or some other agency to 
exercise. The power of Congress could, of course, be used to abolish 
the Interstate Commerce Commission, if Congress deemed this de- 
sirable. 

We believe, however, that Congress acted with wisdom and states- 
manship when it created the Interstate Commerce Commission and 
delegated to it, as an impartial and expert body which would be 
informed by investigation, study, and experience, the function and 
duty of regulating railway rates. 

Congress having created such a body for such a purpose, and 
having defined in the interstate commerce act the broad principles 
that shall be applied by the Commission in using its power of rate- 
making, we regard it as unwise and contrary to sound public policy 
for Congress to fix rates itself, to give to the Commission detailed 
instructions as to the way in which the Commission shall apply the 
rate-making principles defined in the law, or to impose requirements 
for such elaborate investigations as unduly postpone rate adjustments 
which the Commission could otherwise make more promptly in ac- 
cordance with the procedure and law already established. The Com- 
mission should be permitted to continue to regulate rates in accord- 
ance with its own expert knowledge and judgment as to the way in 
which the rate-making principles defined in the law should be applied 
in each particular case, and as to the relations that should be estab- 
lished between the rates paid by different sections of the country 
and different branches of industry and commerce. 

It is a long established principle of rate-making that considera- 
tion should be given to the condition of the various industries, in- 
cluding agriculture, so that rates may be fair and not discriminatory 
and that goods may move freely in commerce. This principle of rate- 
making should be so applied as to give reasonable stability in the rate 
structure, since constant change and uncertainty would necessarily 
damage business and retard development, to the detriment of the 
national welfare. 


THE JOB OF THE OPERATING MAN 


(Address by Frank W. Noxon, Secretary, Railway Business Associa- 
tion, before the Western Railroad Club at its annual 
dinner, May 6, Chicago.) 

You gentlemen of the railway operating department and 
of cooperating groups have a serious responsibility. We are 
making a railway experiment under civilian ownership and con- 
trol. If we don’t make it go this time, if ever again there is a 
traffic jam, the government will probably take the properties 
for keeps. When this happens good-bye republic—at any rate, 
the republic of our past and of our hope, which contemplates 
the development of individual self-reliance. 

The transportation act prescribed that the Interstate Com- 
merce Commission in its rate-making should permit such earn- 
ings that the roads could meet the transportation needs of the 
country. Upon what does that depend? Upon the rate level? 
Yes. And do you know anybody in the country who believes 
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we have solved the problem of a living rate level? Upon what 
else does adequate income depend? Volume of traffic? Yes. 
And do you know anybody who expects to see volume of traffic 
controlled? Upon what else? Wages? Yes. Do you know 
anybody who thinks the adjustment of wages is progressing 
toward a situation where conciliations and arbitrations will be 
controlled by budgetary estimates? Taxes? What relation has 
been established between the rise in taxes and the railways’ 
need of income? 

We might go on down the schedules. In the end we would 
come to this—that the one and only sure dependence for an 
offset to all these wild and wilful factors is the progress for 
operating economy which is being carried forward day in and 
day out by you gentlemen. Before 1910, when the railways 
began looking to rate advances, you met steadily rising labor 
cost by what are called extensive economies—straightening 
track, reducing grades, strengthening track and bridges and 
enlargement of rolling stock. Today you are saving what would 
otherwise be a hopeless situation by the development of what 
are termed intensive economies—modernization of facilities. 
But always economies. When you were a boy you read in the 
school primer about the little Hollander who found a small 
trickle in the dyke. He plugged it first with his finger, then 
with his hand, then with his arm, and finally with himself, 
desperately striving to save the country. I can think at this 
hour of no group of Americans whose services to the republic 
in the preservation of its institutions so nearly resemble that 
of the heroic little Netherlander. 

Will you permit reference to a very serious aspect of your 
responsibility? Either the railways are to be reorganized into 
twenty or thirty systems or they are not. The association which 
employs me abstains from discussion of that proposal except 
to oppose governmental compulsion. I shall not indicate to 
you any opinion. The avowed object of those who urge such 
unification is to simplify the problems of freight rate adjust- 
ment and adequacy of income by giving each independent sys- 
tem a diversification of traffic and spreading the credit of strong 
over weak roads. The project seems likely to drag. Our jam 
in traffic may come before the jam in unifications is broken. 
While waiting for mergers we have our lives to live and our 
duties to perform. Most of you gentlemen are perhaps accus- 
tomed to think of freight rates as outside your job. You leave 
that to the traffic department. Several years ago a prominent 
farm leader recommended that the several railways encourage 
attendance of mechanical officers at meetings, where they could 
study manufacturers’ exhibits. Farmers, he said, if asked to 
pay higher freight rates than they are accustomed to, will ex- 
pect to see the improved credit vigorously invested in improve- 
ments for operating economy. Would it be possible to exag- 
gerate the strength which the railway traffic officer gains in 
rate negotiations and proceedings when the operating officers 
of his road are known to be straining every nerve to bring 
down costs? There are signs that the railways and the ship- 
pers are getting nearer to comprehensive national cooperation 
for railway preparedness. 


Do you know, my railroad friend, how your road would 
rank in a showdown of improvement per cent in operating 


economy? The intelligent observer will understand that if you 
rank low either in economy or in improvement per cent there 
may be reasons beyond your control. The question is: How 
would you look on the stand tomorrow if an important rate 
concession by shippers hung on the impression you made as 
to efforts for progress in economy? Have you a test by which 
to compute your improvement per cent as compared with other 
systems? Do you know at all times just where you rank? Can 
you show that you are doing your limit with the capital you 
have? Are you notoriously anxious to lift your ranking as to 
improvement per cent? Are you enthusiastic, alert, bursting 
with knowledge of the current progress in which you are des- 
perate to participate more fully? Before the war an American 
agent ‘showed a German official a certain device. “I suppose,” 
he said, “I shall have to put this on.” “Why have to?” asked the 


salesman. “Because if I don’t my imperial master is certain to 
inquire, ‘Did you know about this? Then why aren’t you using 
1?” 


Some years ago one of our railway presidents had in front 
of him a table comparing car performance per day for all roads. 
His road stood last. He sent for the operating vice-president. 
“I imagine,” he said, “somebody has got to be the worst, but 
why pick on me?” 

In the next few years you and I may see some pretty stiff 
showdowns. One may modestly refrain from the public rec- 
ommendation of any patricular comparative test for symptoms 
of progress in economy, but do any of you think it is prudent 
to have no such test whatever? 


Finally, suppose unifications come. If 177 systems are to be 
scrambled into 25, that means that 152 operating departments 
now dependent for capital appropriations upon their own ex- 
ecutives and boards of directors will undergo a change of rela- 
tion. The ultimate authority will rest somewhere else. There 
may even be strong pressure upon the 25 systems to put some 
functions into one single pool. The general public has ample 
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motive for admonishing the 25 systems against bureaucratic 
concentration of design, specification, and purchases. Som 
respectable authorities warn us not to rely too much on unit. 
cations for cost-saving in operation. Is there any doubt of the 
danger that every dollar so saved would be lost tenfold jf Droe. 
ress were petrified through concentration of maintenance, mod. 
ernization, additions, and betterments? If the freight Yate 
problem is difficult today, when any of the 177 systems jg free 
to advance with economies as fast as it will without being 
dragged back by the others, how can we measure the anxiety 
which would be warranted were the country threatened With 4 
gigantic brake holding the whole of each super-system down 
to the speed of the average or below it? 

The public interest in this matter is your interest—yoy 
railroad men and the supply men with whom you have devel. 
oped team work for progress toward economy. What js your 
future? How shall your good work register? How shall your 
achievement win recognition and reward? How shall the ladder 
of advancement be kept open to the whole operating force, all 
lines and all divisions? There may be more than one way, but 
I know of only one—the steadfast decentralization of design, 
specification, and purchases. Under what other conditions Will 
individuality emerge? If you will, you can determine that isgye 
by your course while we await unifications—perhaps a long 
time. You can fill the air with the throb and hustle of forwarg 
development until the public comes to regard progress ag jp. 
dispensable; until it sees that the solution of transportation 
preparedness and of transportation rates will depend, be the 
systems 25 or 177, upon one essential thing—and that is the 
continuance and extension of such decentralized competitive 
effort as we now enjoy at your hands. 


TARIFF AND TRANSPORTATION 


The Traffic World Washington Burca 

Provisions relating to extra compensation for customs en. 
ployes to relieve railroads from payments for overtime of such 
employes, to imposition of duties on the cost of equipment ani 
repairs purchased for or made upon vessels of the United States 
in foreign ports and to surrender of bills of lading are con- 
tained in the proposed tariff act of 1929 (H. R. 2667) reported by 
the House committee on ways and means this week. 

The railroads asked the committee to be relieved of the 
payment of compensation to customs employes for overtime. 
The committee said it believed the customs service should be 
prepared to render a 24-hour service and Sunday and holiday 
service without requiring payment therefor by private parties 
and proposed an amendment to accomplish that result. 

Existing law provides for a duty of 50 per cent on the cost 
of equipment and repairs purchased for or made upon vessels 
of the United States in foreign countries. The committee rec 
ommended an amendment providing that any compensation paid 
to members of the regular crew of a vessel in connection with 
the installation of equipment or the making of repairs abroad 
should not form any part of the dutiable cost of such equipment 
or repairs. It also recommended an amendment to provide that 
equipment purchased or repairs made in a foreign country in 
order to maintain a vessel in a seaworthy condition, or to 
repair damages suffered or to replace equipment worn out dur- 
ing the voyage, or to maintain a vessel in a sanitary and proper 
condition, should not be dutiable. 

Surrender of Bills of Lading 

The committee said considerable difficulty had been er 
perienced in the administration of the law relating to the con- 
signee as owner of merchandise and entry of merchandise. This 
relates to the practice of collectors requiring the original bill 
of lading to be filed with the entry and retained in their cus- 
tody. The committee said importers and carriers objected, the 
former on the ground that the original bill of lading was needed 
to obtain possession of the goods from the carrier, and the 
latter that they must have the original bill for their own pro 
tection in the event a claim was filed for wrongful delivery. 
After referring to other difficulties, the committee said: 

“To remedy these difficulties, the committee believes I 
advisable to allow a person in possession of a duplicate bill 
of lading, properly authenticated, to make entry for merchal- 
dise. In order that no questions of wrongful delivery shall 
arise, and that the responsibility for delivery shall be placed 
npon the carrier, where it belongs, it seems desirable to permlt 
release from customs custody in such cases only to the carriel. 

“Accordingly, section 484 has been amended by the addi 
tion of a new subdivision (h) authorizing entry upon a duplicate 
bill of lading and restricting the delivery in such cases as above 
indicated. As a further safeguard, the amendment provides 
that a person so making entry shall be liable for all additional 
and increased duties on the merchandise. . 

“That there may be no question as to the rights of parties 
in such circumstances where the act imposes duties on, % 
extends privileges to, the ‘consignee,’ a provision has been adde 
to section 483 to the effect that a person making entry o , 
duplicate bill of lading in accordance with the amendment 
shall be deemed the sole consignee of the merchandise 80 
entered.” 
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Current Topics 
in Washington 


od 


Meddlesome Mattie and Grain Rates.—It may have been 
Herbert Hoover, or Senator Capper, or somebody else who lifted 
the lid of the box containing grain rates, releasing the turmoil 
and confusion that has prevailed since the eastern presidents 
and traffic executives decided to reduce export rates on all 
zrain from lake ports, Chicago, and St. Louis. Whoever it was 
is entitled to call himself meddlesome Mattie or Pandora. The 
lifting was done for the benefit of the farmers, to meet a national 
emergency. Yet, before the ink on the announcement was dry, 
the fact was brought out that, unless there was disregard of 
the law, the proposed reduced rates could not be applied, except 
at Buffalo, to a pound of grain in storage at the time the lowered 
rates would go into effect. The most they could do would be 
act as grain-bin dusters—that is, to empty the bins so that a 
like amount of 1929 grain could be put into them. Every pound 
of old grain taken out would have to be replaced with new 
crain—unless everybody ignored the rule that the rate in effect 
at the time a given bushel of grain started from the country 
station to the final destination within the United States would 
be the one applicable from the storage point. That is to say, 
ifa car of grain started from Waterloo, Ia., on July 1, 1928, the 
reshipping rate in effect at the storage point, other than Buffalo, 
on that day would be the one applicable on the movement from 
the storage point, if the last leg of the journey was begun not 
later than June 30, 1929. How that was to help the farmer in 
the matter of grain he sold to the elevator in July, 1928, was 
beyond the ken of the average man on the Commission’s staff. 
The inability to see how the farmer would be benefited per- 
sisted, nothwithstanding the luster of the names connected with 
this supposedly great help to the farmer. Indirectly, it was 
admitted, there might come some benefit to the tiller of the 
soil if the reduction resulted in the movement of grain from 
storage the minute the new crop began coming in. If the cut 
in freight rates resulted in immediately starting the storage 
grain to the markets, it was admitted, the farmer would receive 
the indirect benefit resulting from having a place in which to 
put his new crop, but not otherwise. It was pointed out that, 
while there would be that indirect benefit to him, there might 
also be a direct damage to him. That damage would be laid 
on his shoulders by the fact that whatever grain was moved into 
the export market, as a result of the lowered rates, would be 
just that much grain the export buyer would have on hand to 
enable him to stand back and say he was not interested in the 
inbound crop. Estimates as to the amount of grain held in 
this country ran from 78,000,000 to 150,000,000 bushels. Inas- 
much as Canadian roads said they would also cut their rates 
it was contended that that cut would also encourage the export 
buyer to remain out of the market and thereby help to depress 
the price of grain that would begin coming to market from north 
Texas the latter part of May. Canada’s carry-over was also 
variously estimated from 75,000,000 to 150,000,000 bushels. And 
then there was Argentina with a big crop also hunting for the 
export buyer. Australia was the only part of the world not 
represented as having wheat to offer the export buyer. Alto- 
gether, it was a gloomy picture painted by those unable to see 
anything in the move except loss of revenue by the railroads 
and a depression in the export market at the very time the new 
grain began coming forward. The farmer sells when he threshes. 
For that reason it was doubly hard to see benefit for him. Some 
benefit was perceived for the railroads, as a small offset of their 
loss of revenue, in the fact that the elevators might be cleared 
out somewhat and thereby create vacant spaces for wheat and 
other grains the farmers would begin loading into their cars 
as soon as the combined reaper-thresher began delivering wheat 
to the truck for driving to the railroad cars or the country 
elevators. Choked elevators and cars filled with grain would 
not be a good combination for the railroads. Reduced rates 
then might ease the situation for the carriers. 





More Gestures for Farmers.—The customs tariff bill intro- 
— this wees contains many additional gestures for the 
armers of the land. One of them, for instance, increases the 
nag on corn from 15 to 25 cents a bushel. That, according 
0 those who do not think much of the measure, looks fine, but, 
they suggest, looks are deceiving. For instance, they say tapioca 
flour 18 practically all starch. An important product taken from 
‘om is starch. Practically no corn is imported or offered for 
et But, because tapioca flour, practically all starch, is 
used for making puddings and is not produced in this country, 
It Is left on the free list to come into the country in competition 
rg corn starch. Tapioca, according to the political orator, is 
_ poor man’s dessert. Ergo, it must be left on the free list 
ot compete with corn starch and thereby keep some corn out 

the starch mills. Many protectionists appear to be dissatis- 
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fied with the measure. One of the dissatisfied ones said the 
only faolish proposition made to the farmers of the bill that 
was not adopted was to increase the duty on figs. That prop- 
osition was too much for the committee which “went the whole 
hog” on other things. It would take ten years of intensive 
horticulture, it was declared, assuming that fig culture in the 
United States could be made more successful than it has been, 
to supply figs enough for one big baker’s necessity for paste for 
the fig-Newtons turned out by that concern each year. That 
seemed too remote a proposition for the committee to approve. 
Therefore, in the estimation of the dissatisfied ones, the Dill 
is not wholly bad. The fig proposition might have been included 
but was not. 





Hitz Invites a Paddling.—Unless the elderly gentlemen com- 
posing the Supreme Court of the United States have been mate- 
rially mellowed by the passage of a relatively short period of 
time, about three years hence, perhans in much less time than 
that, one of them, perhaps the kindly Louis D. Brandeis, will 
invite Justice Hintz, of the Supreme Court of the District of 
Columbia, to step into the judicial wondshed with him. Hitz is 
a gray-haired young men who has offended grievously in the 
manner of his disposition of the Montgomery and Nashville 
grain mandamus cases. When he granted the writs (see Traffic 
World, April 27, p. 1024), he did so without saying a word as 
to why. He observed that he agreed with the relators. In 
plain English, agreeing with the relators means assenting to 
propositions laid down by Charles E. Cotterill, attorney for the 
relators. Hitz did not take the trouble to put into his own 
words what he understood Cotterill to be saying. Therefore, 
when the Supreme Court of the United States takes up the 
matter, it will have to refer to the Cotterill brief to get an idea 
of what Justice Hitz thought about the matter. The august 
tribunal does not relish being remitted to the briefs of counsel 
for the discovery of the thoughts of the trial judge. If the 
court has not mellowed, as suggested, its paddling probably 
will leave the judge considerably warmer than his name sug- 
gests. In Dering Coal Company vs. Big Four, 275 U. S. 404 
and Virginian vs. United States, 272 1. S. 659, Justice Brandeis 
did the reproving. In the coal case he said: ‘Where the trial 
court omits to state the grounds of its decision the appellate 
court is denied important aid in the consideration of the case 
and the defeated party is often unable to determine whether 
the case presents a matter worthy of consideration by the ap- 
pellate court. Thus, both the Ltigants and this court are sub- 
jected to unnecessary labor.” 





Alkali for This Acid World.—Usually, its admirers will 
admit, the Commission rises fully to the call of public interest. 
Sometimes it may, in the Pennsylvania Dutch vernacular, show 
itself dopple. But did it do all its duty required in No. 19640, 
Mathieson Alkali Works vs. Louisville & Nashville et al., when 
it said that rates on soda and its products should be on the 
ninth class level? That, it is believed, is a proper inquiry, 
especially after contemplation of Dean Inge and Senator Norris, 
the latter so sour that even his secretary’s letter in the Gann- 
Curtis-Washington society dinner precedence spat did not 
brighten this vale of tears perceptibly. No one can imagine 
the opportunity the Comm/‘ssion overlooked when it failed to 
give soda a rating lower than ninth class. Northern shippers 
of the ever useful bicarbonate and its relatives were modest. 
They asked for eleventh class. There are only twelve classes 
in the southern scale. Eupeptic and cheerful Commissioner 
Eastman, who made that southern scale, might have been called 
on, in this crisis, to invent an additional class or classes to 
enable his colleagues to do the right and proper thing for soda 
—say, something like minus class twelve. This world needs 
sweetening. Undoubtedly well disposed persons will agree that 
in mentioning n‘nth class as reasonable for that commodity the 
Commission failed in its duty to depressed agriculture and all 
those who view something or other with alarm. 





Wagner Takes His Pen in Hand.—Warren H. Wagner, 
maker in large part of the plan under which the Commission 
is conducting its Hoch-Smith cases and a legislative history 
of the Hoch-Smith resolution, has embodied further labors on 
that subject in a book called “The Hoch-Smith Resolution, the 
Contentions as to Its Interpretation and Application.” It con- 
tains something more than 200 pages and carries the legislative 
history as an appendix. Wagner says that, “in outward ap- 
pearance innocuous—the Hoch-Smith resolution—described on 
the floor of Congress—as a political gesture, has been respon- 
sible for what is believed to be the greatest task ever imposed 
on the Interstate Commerce Commission,” resulting, as Com- 
m‘ssioner Aitchison said, in an investigation “the most far- 
reaching and important one ever entered upon by the Inter- 
state Commerce Commission or by any other human tribunal 
among civilized peoples,” about which Commissioner Meyer said 
“I could keep a hundred Solomons busy on this program for a 
hundred years.” In a prefatory note, the author said that “in 
an editorial in The Traffic World of April 25, 1925, it was stated 















































































































































































































































































































































































































































































































































































































































1134 






that it would be difficult, if not impossible, to find any legisla- 
tion, railroad or otherwise, that has been productive of more 
speculation as to its meaning and effect than the Hoch-Smith 
resolution,” adding that Kenneth F. Burgess, August 31, 1925, 
in an address to the American Bar Association, said that so 
long as the resolution remained on the statute books there 
would be much discussion as to what it meant, how it should 
be interpreted, and what action the regulatory authorities should 
take thereunder. Mr. Wagner, in that note, said that ‘to out- 
line some of the questions raised and the discussions thus far 
had as to its meaning and effect is the purpose of the author. 
No attempt is made to provide answers. Interminable litiga- 
tion before the Commission and the courts will intervene before 
we shall have final authoritative answers even to some of those 
questions.” —A. E. H. 


CHAMBER OF COMMERCE MEETING 


Resolutions relating to transportation, other than those 
involving railroad rate making and the merchant marine, that 
were adopted by the Chamber of Commerce of the United 
States at the closing session of its annual convention, follows: 


Commercial Aeronautics 

Air transportation is essentially national in scope. State legis- 
latures are urged to have interstate rather than merely intrastate 
service in mind for their citizens when drafting aeronautical legis- 
lation and member organizations are urged to support this principle. 

Uniformity of aeronautical legislation is necessary and it is im- 
portant that in enacting such legislation the states should conform 
their laws and regulations to those of the federal government. 

The establishment of airports is essential to the proper expansion 
of aiar transportation. Appropriate legislation should be enacted to 
enable the states, municipalities and counties to appropriate funds 
and acquire lands for the practical development of aeronautics through 
the establishment of airports and the encouragement of the use of 
aircraft. 

Federal Highway Appropriations 


The constant expansion of motor transportation has brought with 
it new demands for highway construction and improvement despite 
the great progress made during the past decade. Because of this 
condition, state highway departments have found it necessary to 
expands the mileage of their systems at a time when traffic require- 
ments on the main roads are reaching new peaks. 

Coincidentally, federal cooperation in the improvement of the 
main roads faces curtailment through the fact that reserve funds 
accumulated during the post-war period are now exhausted. More- 
over, while two-thirds of the principal roads have undergone pre- 
liminary improvements, this work has been done very largely at 
the expense of the states although the nation as a whole derives 
a direct benefit. Increased federal funds for use on the interstate- 
system will at once expedite completion of this work and will release 
state and local funds for use on secondary roads. 

These increases are fully justified from an economic point of view 


and should be made with due regard for the state of the treasury) 
and other public needs. 


Highway Advisers to Latin America 


The President of the United States has recommended to Con- 
gress that he should be given the same authority to name engineering 
advisers to American republics which may request their services as 
he may now exercise in appointing military and naval advisers. 
The appointment of highway advisers, who have had important par- 
ticipation in the construction of projects in the United States, will 
place at the disposal of Latin-American countries which have high- 
way problems the benefits of the experience we now have in the 
United States by reason of the progress which has been made in 
the construction of improved roads, and we believe Congress should 
take prompt action. 


As to the St. Lawrence waterway project, the resolutions 
committee suggested that that matter should be referred to 
any committee that might be appointed to consider major 
waterway projects. A similar suggestion was made as to pro- 
posals for an inter-American highway. 





RAILROAD EARNINGS 


Class I railroads in the first three months of 1929 had a 
net railway operating income of $259,541,880, which was at the 
annual rate of return of 5.37 per cent on their property invest- 
ment, according to the monthly statement on railroad revenues 
and expenses issued by the Bureau of Railway Economics. 

In the corresponding period of 1928 the net was $217,370,419, 
or 4.57 per cent on the property investment, according to the 
statement. 

In the Eastern district the net for the three months was 
$136,518,488, or 6.23 per cent, on the property investment, as 
compared with $102,802,710, or 4.76 per cent, in the first three 
months of 1928. 

In the Western district the net for the three months was 
$88,284,701, or 4.494 per cent, as compared with $81,157,735, or 
4.6 per cent, in the 1928 period. 

In the Southern district the net for the three months was 
$34,738,691, or 4.08 per cent, as compared with $33,409,974, or 
3.99 per cent, in the 1928 period. 

Class I railroads in March, according to the statement, had 
a net of $97,466,476, or 5 per cent, as compared with $90,876,037, 
or 4.73 per cent, in March, 1928. 

In the Eastern district the net for March was $50,403,826, 
compared with $43,015,650 in March, 1928. 

In the Western district the net for March was $35,019,678, 
as compared with $33,353,990 in March, 1928. 
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In the Southern district the net for March was $12,042 97) 
as compared with $14,506,397 in March, 1928. om 
Other information in the bureau’s statement follows: 


Property investment is the value of road and equipment, as show: 
by the books of the railways, including materials, supplies and a 
The net railway operating income is what is left after the payne 
of operating expenses, taxes and equipment rentals, but before interes 
and other ftixed charges are paid. 4 

This compilation as to earnings in March is based on 
183 Class 1 railroads representing « total mileage of 2141,2 

Gross operating revenues for the month ot March amounteg , 
$516,973,409, compared with $506,098,451 in March, 1928, or an increas, 
of 2.1 per cent. Operating expenses in March totaled $377,279 95 
compared with $373,921,554 in the same month in 1928, oo 
of nine-tenths of one per cent. 

Class I railroads in March paid $32,511,005 in taxes, an increase 
of $1,008,672, or 3.2 per cent, over the same month in 1928. This 
brought the total tax bill of the Class I railroads for the first three 
months in 1929 to $95,254,240, an increase of $5,902,873, or 6.6 per cent 
above the corresponding period in 1928. a 

Twenty-three Class 1 railroads operated at a loss in March ¢ 
which sveen were in the Eastern, three in the Southern and thirtey 
in the Western district. 


reports frop, 
‘7 miles, 


or a increay 


Gross operating revenues for the first three months in 49 
amounted to $1,479,669,257, compared with $1,421,707,254 during the 
corresponding period in 1928, or an increase of 4.1 per cent. Oper. 


ating expenses for the first three months’ period of 1929 totale 
$1,096,762,124, compared with $1,087,007,038 during the corresponding 
period the year before, or an increase of nine-tenths of one per cent. 

Net railway operating income by districts for the first thre 
months, with the percentage of return based on property investmen; 
on an annual basis, follows: 


Per ce 

New BEinmland Tesion .. .. . 2... ccccsscccviecscccscen's $ 11,393,260 5 
GENE TURMOS FOBION 2... sce ccc se sens ced eesees 416.972,649 57 
Central Mastern TeSion «.. 2... cc sccsccccesssecs 57,893,988 6.0% 
ee ee ee ee i levacatoceneve 20,258,591 9.18 
Total Eastern district ............sseeeseeees 136,518,448 62 
Total SHUtHSTW GIStPICE .0i sc cc cesccscseseass 34,738,691 40s 
NMOPERWOENTEET FOMION. ..ni ccc ceescaccsenecessees 15,718,433 3.87 
Central Western region .............ccscececceces 50,663,848 1 
Southwestern FrePMlon ......ccccsssccccscscccccess 21,902,420 4.42 
Total Western district ......... cecsesessess ose 4 701 4.4 
I ID aa iin 3 cre a pieaisins otk wees Saleen cinsieee 259,541,880 535 


Eastern District 
ai —" me > > Class ailroads he Easter: 
Gross operating revenue of the Class I railroads in the Easter 
district for the first three months in 1929 totaled $739,808,588, an 
increase of 6.1 per cent over the corresponding period the year before, 
while operating expenses totaled $546,317,709, an increase of 1.2 per 
cent over the same perod in 1928. 
Southern District 
Gross operating revenues of the Class I railroads in the Southern 
district for the first three months in 1929 amounted to $197, 613,825, 
a decrease of three-tenths of one per cent under the same period 
the year before, while operating expenses totaled $147,385,156, a 
decrease of 1.7 per cent. ae 
Western District 
Gross operating revenues of the Class I railroads in the Wester 
district for the first three months this year amounted to $542,246.81, 
an increase of 3.1 per cent compared with the same period last year, 
while operating expenses totaled $403,059,259, an increase of 1.5 per 
cent compared with the first three months the year before 


Class | Railroads—United States 
Month of March 


1929 1928 
Total operating revenues ..........-.++- $ 516,973, 409 $ —— 
Total operating expenses ...........++-: ae Ets ane ate 
NE caWan ocho Care reece Riess ee Gee wacaer 32,511,005 31 ae 
Net railway operating income .......... ye 90,876.08 
Operating ratio ............ eee ee ee eeaes 72.8 8% et 
Rate of return on property investment.. 5.00% io" 
Three Months Ended March 31 aa 
° ° ted 91 707.954 
Total operating revenues ..........+-.++- 7, ae 
4 c se ene ,096, (62,12 OSs ,Uod 
nl operating expenses ........... 95°254,240 89,351,367 
LORELEI re re Tee 95.2 ofaroel 
Net railway operating income.......... 259,541,880 ah iy = 
Operating ration ......--ccsreceersrceceees 14.12% yy 


Rate of return on property investment.. Se 


TRANSPORTATION BILLS 


Producis of fisheries would be included in the na mage 
paragraph of the Hoch-Smith resolution under H. J. Res. 68, 
introduced in the House by Representative Nelson, of Maine. 
The resolution is identical with one introduced in the last wn 
sion of Congress by Mr. Nelson and also with the Metca 
resolution passed by the Senate at the last session. The House 
committee on interstate and foreign commerce did not act on 
the resolution and it died with the close of the session. 

Senator Copeland, of New York, has introduced S. 996, a 
bill to extend sections 204 and 209 of the transportation act, 
1920, relating to reimbursement of deficits in the period of col 
trol and the guaranty for the first six months after the end of 
federal control, respectively, to certain coastwise water carriers 
in the same manner and to the same extent they apply ‘ 
railroads and rail-owned water lines similarly situated. 

Senator Tydings, of Maryland, has introduced S. 962, a bill 
to amend and reenact subdivision (a) of section 209 of the 
transportation act so as to enable a carrier by water not col 
trolled by any railroad company to press a claim for a guaranty 
payment for the first six months after the end of federal col 
trol. Similar legislation failed of enactment at the last sessio2 
of Congress. The Senate passed a similar bill (S. 3723) and 
the House committee on interstate and foreign commerce ft 
vorably reported the measure but the House did not act on tt 
Enactment of the proposed legislation would enable the Mer 
chants’ & Miners’ Transportation Company to press its claim 
for a guaranty payment. A number of members of the Howse 
committee opposed the bill. 
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STEEL FABRICATING ROUTES 


A method for avoiding the restrictions placed on the Com- 
mission by the Supreme Court’s decision in the Subiaco case 
js suggested in the report, made by division 2, in No. 18864, 
Yaloney Tank Manufacturing Co. et al. vs. Santa Fe et al. Upon 
a complaint seeking the establishment of through routes and 
int rates on steel articles from St. Louis, Mo. and points 
east thereof, to destinations on the Santa Fe and the Panhandle 
& Santa Fe in the panhandle district of Texas and some points 
in New Mexico, fabricated in transit at Tulsa, Okla., via the 
st, Louis-San Francisco, from St. Louis to Avard, Okla., or 
the M-K-T to Yale, Okla., and thence via Santa Fe and the 
Panhandle & Santa Fe, the Commission found itself without 
guthority to prescribe the routes described. It so found on 
account of the limitations placed by section 15 (4) as construed 
py the court in United States vs. Missouri Pacific, 73 L. Ed. 
(Adv.) 49 S. ct. 138, the so-called Subiaco case. 

But the Commission said that the practices of the Santa Fe 
and the Panhandle & Santa Fe in restricting the routing of 
such traffic to their lines while not providing like restrictions in 
other instances resulted in undue prejudice to the complainants 
and interveners and undue preference of their competitors 
located at various other points and of other localities and 
shippers in the failure to afford reasonable, proper and equal 
facilities for the interchange of traffic in violation of section 3 
(1) and section 3 (3) of the interstate commerce act. The 
yndue prejudice is to be removed not later than July 15. 

In report, written by Commissioner McManamy, the Com- 
mission considered the fact that the Santa Fe restricted routing 
on steel, for fabrication in transit, for delivery on its rails be- 
yond the fabrication point, so as to force delivery to it at inter- 
change points at or east of the Missouri River. The complain- 
ants and interveners, fabricators at Tulsa of steel derricks and 
other things used in the oil field in the panhandle of Texas, 
are compelled to pay out-of-line charges on the steel in ques- 
tion. They are not located on the rails of the Santa Fe. They 
asked for routes via the Frisco and the Katy. The Commission 
found that the route via the Frisco would be in the public 
interest but said that the interpretation placed upon section 15 
(4) in the Subiaco case placed the prescription of the route 
beyond its jurisdiction. But it found that the Santa Fe did not 
restrict routing to other points to the extent of its restriction 
to Tulsa, hence the finding of undue prejudice. It said it could 
not make a finding in favor of the Katy route. It found the 
out-of line rates not unreasonable. 

Commissioner Porter, dissenting, said that the practice of 
the Santa Fe in not permitting interchange at points west of 
Kansas City in respect of traffic to the destinations in question 
did not create undue prejudice and that the Santa Fe was not 
responsible for the disadvantage suffered by the complainants. 
He said that that was shown by the fact that if the Santa Fe 
should cancel routes over which it did not receive its longest 
possible haul the disadvantage under which the complainants 
labored would continue to exist. Nor did the fact that the 
Santa Fe permitted interchange at points west of Kansas City 
on traffic to other destinations make it guilty of undue prejudice, 
said Mr. Porter, because through routes to those destinations 
were available to Tulsa and that it was on the same basis as 
its competitors. 


BARGE LINE AND INTEREST AWARD 


. Reparation, with interest, is due the complainant in No. 
20747, Armstrong Cork & Insulation Co. vs. Mississippi-Warrior 
Service et al., under a finding by division 2 of the Commission 
that charges collected on shipments of imported cork board 
from New Orleans, La., to Louisville, Ky., were unreasonable. 

Complainant, according to the decision, alleged that refusal 
of the Mississippi-Warrior Service, called the defendant, to 
bay interest on principal amounts of overcharges refunded in 
connection with shipments of imported cork board from New 
Orleans to Dodge City, Kan., and Louisville, Ky., was in viola- 
ion of section 1 of the act. 

Overcharges aggregating $196.93 were paid to complainant 
but no interest was paid and the instant case resulted. As 
'o0 the shipments to Dodge City, the Commission held complain- 
ant Was not entitled to recover interest as the charges on 
those shipments were paid and borne by the consignee and 
Complainant was not damaged. 

_ Defendant did not deny the overcharges, said the Com- 
Mission, but argued that complainant, having received pay- 
ment thereof, could not, as a matter of law, now recover interest. 

€ payment of the overcharges was accepted under protest by 
Complainant because interest was not paid. Continuing, with 


respect to the position taken by the government barge line, 
the Commission said: 


It relies on the common law rule that when the principal amount 
of a claim has been paid an action will not lie for the recovery 
of interest as damages for its detention. Among other cases, it cites 
Steward vs. Barnes, 153 U. S. 456, wherein the plaintiff sought to 
recover interest on money unlawfully collected from him and sub- 
sequently refunded by the government. The plaintiff in that case 
did not ask for interest at the time the claim for refund of the prin- 
cipal sum was filed with the government, and at the time refund 
was made no objection was voiced as to the failure to include in- 
terest. The action to secure interest was only begun after the prin- 
cipal sum involved in the claim had been paid. In the instant 
case, complainant insisted upon the payment of interest at the time 
its claim for overcharges was first filed with the carrier, and the 
protest made by it at the time it accepted payment of the principal 
sum indicates that the demand for interest was not withdrawn. 

Defendants by exacting the excessive charges violated the inter- 
state commerce act and under that act they are made liable to the 
party injured theréby for the full amount of the damages sustained 
in consequence of such violation. The wrong for which the act renders 
carriers liable in cases such as this is the exacting of payment pur- 
suant to an unlawful rate. But in determining the damage conse- 
quent upon the wrong for which the carrier is so made liable it has 
been our uniform practice to recognize as an element thereof loss 
of interest on the amount unlawfully exacted, and in awarding rep- 
aration we have usually included the amount of such interest as a 
part thereof. L. & N. R. R. vs. Sloss-Sheffield, 269 U. S. 217. We 
have considered interest as much a part of the damages to which 
the complainant is entitled in consequence of the violation of the 
act as is the amount of the excess. Complainant’s right to recover 
interest before us is not incident to nor dependent on its right to 
recover for some other element of damage. The interest is part of 
the full amount the right to recover which is expressly given by the 
statute. Barker Bros. vs. S. Ry. Co., 139 I. C. C. 281. In Pennsyl- 
vania R. R. Co. vs. Minds, 250 U. S. 368, the Court declared that 
“unless interest is to be allowed there seems to be no means of 
making the claimants whole for the wrongs sustained by violations 
of the statute.”’ 

We find that complainant made shipments aggregating 487,692 
pounds to Louisville as herein descrived, on which the applicable rate 
was 41.5 cents per 100 pounds; that on said shipments defendants 
charged and collected and complainant paid and bore charges at 
the rate of 41.5 cents on an erroneous aggregate weight of 504,902 
pounds; that said charges were unjust and unreasonable to the 
extent that they exceeded those which would have accrued at the 
rate of 41.5 cents applied to the correct weight of 487,692 pounds; 
that complainant was damaged thereby and is entitled to reparation 
from the defendants in an amount equal to the difference between 
the aggregate charges paid and those which would have accrued at 
the rate of 41.5 cents applied to the weight herein found to be correct, 
with interest on said amount at the rate of 6 per cent per annum 
until paid, less any payments heretofore made on account of said 
damages. Complainant should comply with rule V of the rules of 
practice. 


NINTH CLASS FOR SODA 


Ninth class rates, based on a minimum of 40,000 pounds, on 
soda and soda products, carloads, from Saltville, Va., and from 
producing points in Michigan, Ohio and New York to points in 
the south, have been ordered to be established not later than 
July 15 in No. 19640, Mathieson Alkali Works vs. Louisville & 
Nashville et al., and cases joined with it. The Commission, by 
division 5, has found the existing rates unreasonable and un- 
duly prejudicial. The ninth class to be used is that prescribed 
by the Commission in the southern class rate invetsigation. 
The cases joined with the title complaint are No. 19808, Same 
vs. Norfolk & Western et al.; No. 20169, Detroit Soda Products 
Co. et al. vs. Aberdeen & Rockfish et al., and No. 20384, Mathie- 
son Alkali Works vs. Akron & Barberton Belt et al. 

Collectively, the Commission said, the cases embraced rates 
on soda and soda products from producing points in Virginia, 
New York, Ohio and Michigan to destinations in the south. 
The title complaint alleged the rates on caustic soda and soda 
ash from Saltville, Va., to Anniston and Birmingham, Ala., and 
destinations grouped therewith, and to Pell City and Talladega, 
Ala., were unreasonable. No. 19808 alleged the rates on caustic 
soda and soda ash, from Saltville to destinations in Mississippi 
and Louisiana east of the Mississippi River, and those within 
the New Orleans switching district, and to Helena, Ark., and 
Pensacola, Fla., and places grouped therewith, were unreason- 
able and unduly prejudicial in comparison with rates from pro- 
ducing points in the northern states, including also West Vir- 
ginia. In connection with that complaint joint rates with the 
government barge lines were asked. 

The Detroit complaint alleged the rates on carbonate, 
sequicarbonate, bicarbonate and monohydrate of soda, sal soda, 
caustic soda, soda ash, and chloride of calcium, from Akron, 
Alkali, Barberton, Fairport and Painesville, Ohio; Detroit and 
Wyandotte, Mich., and Solvay and Syracuse, N. Y.; to desti- 
nations in the south, including south-bank Kentucky points and 
to Helena, Ark., were unreasonable and unduly prejudicial in 
comparison with rates from Saltville, and from Canton, N. C. 

Commodities dealt with in the report, the Commission 
said, were principally low grade commercial alkalies, made from 
crude salt, limestone and ammonia, worth from one to three 
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cents per pound, having an average loading between 50,000 and 
60,000 pounds, used in industrial operations. Higher grades, 
such as bicarbonate soda in packages, for bakers and the retail 
trade, and soda compounds used in laundries and in the home 
were mentioned but the main part of the cases centered around 
the soda products used in the industries. 

“The adjustments assailed,” said the report, “constitute a 
conglomerate mass of antiquated rates, differing widely for 
given distances and, according to the commodities, made largely 
by arbitrary action, in disregard of transportation conditions, 
to meet the exigencies of particular situations.” 

The carriers suggested a scale approximating 
on a minimum of 50,000 pounds. Ninth class is 25 per cent of 
first class. The northern complainants objected to that. They 
suggested eleventh class on account of their great distances 
from the points of consumption in the southern territory. 
Eleventh class is 20 per cent of first. The Saltville complainant 
suggested a 60,000 pound minimum for large users and alter- 
native scales based on smaller minima. The Saltville complain- 
ant advocated placing all the package goods having carload 
ratings on the 60,000 pound minimum but opposed carloads made 
up of what might be called the basic soda products and what 
the Saltville complainant called the specialties, moving on less- 
*han-carload rates. 

The Commission 
scales. 


ninth class 


rejected the suggestion for alternative 


It made the following finding: 


The record establishes, and we find that the assailed rates on 
the commodities under consideration, other than caustic soda in liquid 
form, as rated sixth class in southern classification, are and for 
the future will be unreasonable and unduly prejudicial where and 
to the extent that they exceed or may exceed, for straight or mixed 
carloads, the contemporaneous ninth-class rates from and to the 
same points, including peninsular Florida, minimum 40,000 pounds. 
It is expected that the rates and minima that are lower than the 
prescribed bases will be increased to those bases. As the readjust- 
ment will result in both increases and reductions, reparation is denied. 
With respect to caustic soda in liquid form the record is not suf- 
ficiently complete to warrant a finding. 


Commissioner Farrell, concurring in part, said he agreed 
with the majority as to the rates for the future but, for the 
reasons set forth in his dissenting opinion in Transcontinental 
Oil Co. vs. Santa Fe, 152 I. C. C. 402, he said he was unable to 
agree with the majority in respect of reparation. 


CHEESE RATINGS AND RATES 


Not because cheese is an agricultural product within the 
scope of the Hoch-Smith resolution, but for transportation rea- 
sons, the Commission, by division 2, in No. 17713, Edward Nord- 
man, commissioner of markets of Wisconsin, vs. Aberdeen & 
Rockfish et al., opinion No. 14490, 153 I. C. C. 239-66, in a 
report written by Commissioner Brainerd, has ordered the 
railroads, not later than July 15, to reduce the ratings and rates 
on it from third to fourth class in western and southern classi- 
fication territories and to rule 26 in official classification ter- 
ritory. The order is based upon a finding of unreasonableness. 

Less-than-carload ratings, generally second class, were 
found not unreasonable. All the findings relate to the future, 
except in one instance, in which the Commission specifically 
found the record insufficient to warrant reparation on shipments 
prior to the filing of No. 18281, Ridenour-Baker Grocery Co. 
et al. vs. Santa Fe et al., also embraced in this report. The 
minimum, in each instance, is to be raised from 20,000 to 24,000 
pounds. 

Being based upon formal complaints, the findings are spe- 
cifically related to the points of origin and destination men- 
tioned in the complaints, but their application, for obvious 
reasons, will be general. Specifically the Commission found un- 
reasonable for the future the ratings and rates from all points 
in Wisconsin to all points throughout the United States, and 
the rates from Chicago, Ill., to the southwest and from Pine 
Island, Minn., to Kansas City, Mo. It further found, in No. 18281, 
the rates on cheese, from all points in Wisconsin and Pine 
Island, to Kansas City, not unreasonable in the past. With 
regard to less-than-carload rates and ratings, the Commission 
found them not unreasonable from all points in Wisconsin to 
all points in the United States. 

Rates for the future involved in the Ridenour-Baker case, 
Mr. Brainerd said, were necessarily covered by the findings 
in the Wisconsin case. The nature of the complaints, it is 
believed, is indicated by the specific findings involving all points 
in Wisconsin, one in Minnesota and from Chicago, to all parts 
of the United States because, in the general terms, official, 
western and southern classification territories, the entire coun- 
try is embraced in the popular use of words. Inasmuch as in 
1925 Wisconsin produced 72 per cent of all the cheese sent to 
market in the United States, the rates from that state con- 
stitute the cheese rate structure. 

Reducing the ratings and rates on cheese from third to 
fourth class and rule 26 separates cheese from what are gen- 
erally called the dairy products group, heretofore composed 
of cheese, butter, eggs and dressed poultry and puts it in a 
class by itself, in so far as they are concerned. The carload 
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rating on each of those commodities is now htird ¢ 
less-than-carload rating is generally second class. 
Defendants contended that cheese was not a 


Q88. Th. 


: ae , ; prod 
agriculture. Commissioner Brainerd said that that ag a 
sound. The production of cheese in Wisconsin, he gajq hi 


an integral part of farming. He said that it was not 
product of the soil and that for that reason it might 
entitled to the same measure of relief the Commisgo 
directed to accord to agricultural products affected by 
sion. Nevertheless, he said, it was the declared policy 
gress that the conditions which at any time might prevail j 
an industry should be considered in so far as it wag possib 
to do so in prescribing rates upon any such commodity go that 
it might freely move in interstate commerce. . 

“However, we cannot find upon the record before us,” Says 
Mr. Brainerd, “that there is an existing depression in the i, 
dustry with which we are here dealing or that said commodity 
is not moving freely in interstate commerce. The ratings and 
rates which we are prescribing for future application are page, 
upon the evidence touching their reasonableness.” : 

Complainant, Mr. Brainerd said, sought third class in Jes. 
than-carloads, and, generally, fourth class, minimum 20,000 
pounds, and fifth class, minimum 30,000 pounds, carloads, | 

In closing the discussion about rate and loading criteria 
Commissioner Brainerd said the Commission was convinced that 
the present rating on cheese was unreasonably high for future 
application. He said the Commission appreciated that the ¢,. 
isting class rate levels in western trunk line and official te. 
ritories might possibly be changed somewhat by the findings 
to be made in two pending investigations. Therefore, he gaiq 
these findings were without prejudice to any conclusions that 
might be reached in those proceedings. He said the Comnis. 
sion was convinced that there was no need for two carload 
minima on cheese and also that a minimum somewhat higher 
than 20,000 pounds might reasonably be adopted, hence the cop. 
clusion that 24,000 pounds would be a reasonable minimum weight, 
The findings, other than those about rates in the past involved 


a direct 
NOt be 
depres. 
Of Cop. 


in the Ridenour-Baker case, and that the L. C. L. ratings are 
not unreasonable follow: 
We find that the rating on cheese, in carloads, from all points in 


Wisconsin to all points in western and southern classification terri- 
tories will be unreasonable for the future to the extent that it may 
exceed the fourth-class rating, minimum 24,000 pounds; that. the 
rates on cheese, in carloads, from all points in Wisconsin to all 
points in western classification territory and from all points in Wis- 
consin in official territory as described herein to all points in southern 
classification territory will be unreasonable for the future to the extent 
that they may exceed the fourth-class rates, minimum 24,000 pounds 
that the rates on cheese, in carloads, from all points in Wisconsil 
in western territory as described herein to all points in southern 
classification territory will be unreasonable for the future to the 
extent that they may exceed rates constructed by adding 2 cents per 
100 pounds for each 25-mile block or portion thereof, for that part 
of the haul in western territory, to the fourth-class rate from which- 
ever point on the northern boundary line of official territory in Wis- 


consin herein described via which the short-line distance from point 
of origin to destination makes, minimum 24,000 pounds; and that 
the rates on cheese, in carloads, from Chicago, Ill., to all points in 
Oklahoma, Arkansas, Texas and Louisiana west of the Mississippi 
River, and from Pine Island. Minn., to Kansas City, Mo., will be 
unreasonable for the future to the extent that they may exceed the 
fourth-class rates, minimum 24,000 pounds. , 

tule 26 in official classification territory approximates the same 


percentage of first class as does fourth class in western and southem 
classification territories, namely, 55 per cent. We further find that 
the rating and rates on cheese, in carloads, from all points in Wis- 
consin to all points in official classification territory will be unreason- 
able for the future to the extent that they may exceed rule 26 rating 
and rates, minimum 21,000 pounds. 


COTTONSEED SHAVINGS 

The Commission, by division 3, in No. 18674, Eblin & Co. 
vs. Nashville, Chattanooga & St. Louis et al., upon reconsidera 
tion, has reversed the finding in the former report, 129 I. C. ¢. 
629, that the rate charged on what are now held to have beet 
cottonseed shavings, from Jackson, Tenn., to Brooklyn, N. Y. 
and Jersey City, N. J., was applicable. It now finds that the 
commodity, rated as cotton linters, was shavings and entitled 
to the lower rate published on shavings. Therefore, the higher 
rate, the Commission found, was inapplicable. This reversal 
is in accordance with the precedent set in Speir & Co. vs. A. & 
W., 361 £..C. C. 766. 

Joined with this case were a number of others covering 
shipments from many different points of origin to many destina 
tions. The finding as to them is that the rates charged 
the shipments in question were inapplicable, from points of 
origin in Alabama, Georgia, the Carolinas, Mississippi, Kentucky, 
Illinois, Tennessee and Texas to points in New Jersey, West 
Virginia, Virginia, Massachusetts, New York, Maryland, Georgia, 
Pennsylvania, Connecticut and the District of Columbia. The 
other cases joined with the title case were: No. 18862, Sit 
mons Co. vs. Staten Island Rapid Transit et al.; No. 18950, 
Same vs. Atlanta & West Point et al.; No. 18967, Viscose Co. 
vs. Alabama & Vicksburg et al.; No. 19022, Harry Schimmel 
vs. Southern et al.; No. 19277, Same vs. Missouri Pacific et al.; 
No. 20065, E. I. Du Pont De Nemours & Co. vs. Atlantic & West 
Point et al.: No. 20227, Chemlin Co., Inc., vs. Atlantic Coast 
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ne et al; and No. 21310, Viscose Co. vs. Atlantic Coast Line 
Lin "’ 


et al. 


COMMISSION REPORTS 


Cotton and Cotton Linters 


90121, Benjamin Clayton et al. vs. Arizona Eastern et al., 
ng also No. 20368, Leslie S. Bowden, as trustee for 
f Pacific Cotton & Finance Corporation, bankrupt, vs. 
¢ p,et al., and a sub-number, Mutual Cotton & Oil Co. et al. 
‘; ganta Fe et al. By division 5. Complaints dismissed on 
nding rates charged on cotton and cotton linters, points in 
Arizona to destinations in California, not unreasonable. 


Tin Cans 


No. 20504, Minnesota Valley Canning Co. vs. C. & N. W. 
et al, embracing also four sub-numbers, Blue Earth Canning 
(o, vs. Same; Fairmont Canning Co. vs. Same.; Lake Mills 
Canning Co. VS. M. & St. L. et al., and Bricelyn Canning Co. 
ys, C. & N. W. Ry. By division 2. Complaints dismissed on 
gnding rates on tin cans, Chicago, Ill., to destinations in Min- 
nesota and Iowa unduly prejudicial but not unreasonable _or 
unjustly discriminatory. Reparation was sought. No specific 
proof of pecuniary loss shown and reparation denied. 

Steel Billets 


No. 20789, Star Drilling Machine Co. vs. S. P. et al. By 
division 8. Complaint dismissed on finding rates charged on 
one carload steel billets, including four steel forgings, Akron, 
0, to Portland, Ore., applicable. 

Plaster 


No. 20871, United Materials Co. vs. C. B. & Q. et al. By 
division 2. Complaint dismissed on finding not unreasonable 
charges collected on plaster, Centerville, Ia., to Evanston, Win- 
netka and Highland Park, IIl. 

Lumber and Box Shooks 

No. 20372, Cady Lumber Corporation et al. vs. Apache Rail- 
way et al. By division 4. Rates on box shooks and lumber, 
Flagstaff, Williams, and McNary, Ariz., to Palm Springs, Garnet, 
Indio, Coachella, Thermal, and Mecca, Calif., are and for future 
vill be unjust and unreasonable to extent they exceeded or may 
exceed 45 cents from Flagstaff and Williams and 50 cents from 
McNary, but not otherwise unlawful. Rates on same commodities 
from same points of origin to Turn, Munyon, Moss, Orita, Curlew, 
Sandia, Sunset, Meloland, Williams, Rico, and Holtville, Calif., 
are and for future will be unjust and unreasonable to extent 
they exceed or may exceed 45.5 cents from Flagstaff and Wil- 
liams and 50.5 cents from McNary, but not otherwise unlawful. 
Other rates assailed not unreasonable or unlawful. Rates for 
future effective on or before July 31. 

Salt 

No. 20312, Doughty-McDonald Grocery Co. et al. vs. Santa Fe 
et al, embracing also a sub number, Sayre Wholesale Grocer 
(Co. et al. vs. Same et al. By division 2. Reparation awarded on 
finding rates on salt, Hutchinson, Kanopolis, Lyons and Sterling, 
Kans., to numerous destinations in Oklahoma and Texas, unrea- 
sonable to extent they exceeded those prescribed in Salt Between 
Western and Southwestern Points, 120 I. C. C. 91, 128 I. C. C. 431. 

Demurrage on Lumber 


No. 16918, Sub. No. 1, Nichols & Cox Lumber Co. vs. Grand 
Trunk Western, embracing also No. 16918, Same vs. Toledo, 
Saginaw & Muskegon. By division 4. Reparation of overcharge 
of $55, with interest, awarded on finding not applicable demur- 
rage charges assessed at Detroit, Mich., on carload lumber from 
ro sa Tenn. No. 16918 settled by agreement of parties and 

smissed. 
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Carbonated Beverages 

No. 21064, Cloverdale Spring Co. vs. Pennsylvania. By 
division 5. Complaint dismissed on finding not unreasonable 
tates on carbonated beverages, including ginger ale, Newville, 
Pa., to New York, N. Y., Baltimore and Hagerstown, Md. and 
Washington. D. C. 

Household Goods 
__No. 17277, John M. Desch vs. Northern Pacific et al. By di- 
vision 4. On reconsideration findings in former reports 115 I. C. 
C. 401, 140 I. C. C. 1, that rates charged on L. C. L. shipment of 
household goods and trailer, Bozeman, Mont., to Alameda Cal., 
Were applicable and not unreasonable, modified to extent of find- 
Ing that first class rate charged on trailer was inapplicable. 
Reparation of $83.52, with interest, awarded. 
Woodlock dissented. 
Fuel Oil 
P No. 21093, MacDougald Construction Co. vs. Central of 
torgia et al. By division 4. Reparation of $89.96, with interest, 
oe on finding unreasonable rate on fuel oil, tank-car loads, 
oF neaville, Fla., to Milledgeville, Ga., to extent it exceeded 
«0 Cents, 
Crushed Stone 

7 No. 19687, Piedmont Corporation vs. Gainesville & North- 
‘estern et al., also embracing No. 20754, Phoenix Utility Co. vs. 
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Same et al. By division 4. Complainants entitled to repara- 
tion on finding inapplicable rates charged on crushed stone, 
Clermont, Ga., to St. Petersburg, Miami and St. Augustine, Fla., 
that shipments to St. Petersburg were misrouted and that rate 
applicable over route shipments should have moved, unrea- 
sonable. 
Bituminous Coal 

No. 19856, Poehlmann Bros. Co. vs. L. & N. et al. By 
division 3. Complaint dismissed on finding not unreasonable 
or unduly prejudicial rate on bituminous coal, Whitsett, Ky., 
to Morton Grove, IIl. 


PETITIONS FOR REHEARING, ETC. 


No. 19224 (and Sub 1), Sperry Flour Co. vs. Rock Island 
et al. Complainants ask for reopening, rehearing and recon- 
sideration therein. 

No. 19733, Hylton Flour Mills, Inc., vs. Los Angeles & Salt 
Lake et al. Complainant asks for reconsideration and vacation 
of order. 

No. 18821, Salina Chamber of Commerce et al. vs. Santa 
Fe et al. Defendants ask for rehearing or reconsideration and 
modification of decision and order of Commission herein in so 
far as they relate to reparation. 

No. 20395, Pacific Cottonseed Products Corp. et al. vs. Inter- 
California Railway et al. Complainants and intervener ask for 
rehearing, reconsideration and/or modification of order. 

No. 14898, Memphis Freight Bureau et al. vs. Alabama 
Great Southern et al., No. 16074, Crescent Bed Co., Inc., vs. 
Alabama & Vicksburg et al. and No. 18136, Jackson Traffic 
Bureau vs. Alabama & Vicksburg et al. Defendants ask for 
modification of orders heretofore entered therein, which, by 
their terms, become effective June 22, 1929, so that they will 
become effective September 22, 1929. 

No. 20172, Kentucky Mine Supply Co. et al. vs. Southern 
et al. Southern Railways asks for reconsideration of findings 
and order of Commission in so far as same refers to the mis- 
routing involved in this complaint. 

No. 19188, L. W. Rexroad & Co. vs. Santa Fe et al. Com- 
plainant asks for reopening and reconsideration and for re- 
argument. 

No. 20692, Polito & Moscrey Co. et al. vs. Chicago & North 
Western et al. W. P. Emerson, agent, for carriers parties to 
his I. C. C. 138, asks for postponement of effective date of 
formal order of the Commission requiring publication effective 
June 20, 1929, for a period of sixty days from June 20, 1929. 

No. 17822, River Raisin Paper Co. vs. Burlington et al., and 
cases grouped therewith. Defendants ask for rehearing and 
reargument before entire Commission and for postponement 
of order. 

No. 13535, Consolidated Southwestern Cases. The Kansas 
City, Kaw Valley & Western asks for permission to depart from 
the findings in No. 13535 as to the first four classes from Kan- 
sas City, Mo., to Lawrence, Kan., and intermediate stations. 

No. 19579 and Sub. 1, Travis Smith et al. vs. Nashville, 
Chattanooga & St. Louis. Defendant asks for rehearing solely 
upon question of reasonableness of rates for the future. 

No. 20160, Harry Schimmel et al. vs. Mallory Steamship 
Co. et al. Complainant asks for reconsideration on record as 
made. 

No. 20041, Florida Power and Light Co. et al. vs. Atlantic 
Coast Line et al. Complainant asks for rehearing therein. 

No. 19406, Liberty Glass Co. et al. vs. Milwaukee et al., and 
No. 20595, Max Levy & Co. vs. Burlington et al. Defendants 
ask for reconsideration herein. 

No. 19791, Cummer Manufacturing Co. of Texas vs. Santa 
Fe et al. Complainant asks for rehearing therein. 

No. 17181, I. L. Pressburg vs. Gulf, Colorado & Santa Fe 
et al. The complainant asks for reconsideration on record as 
made herein. 

No. 17962, Memphis Freight Bureau, for United States 
Bedding Co., vs. Santa Fe et al. Defendants ask for postpone- 
ment of effective date of order. 

No. 18460, Community Service Station Co. vs. Santa Fe et al. 
Complainant asks for rehearing and/or reargument and/or re- 
consideration upon record as made, by entire Commission, and 
for modification of order herein. 

No. 22029 (Sub. 3), Reeves Coal Co. vs. Director-General of 
Railroads et al. Director-General asks for dismissal of com- 
plaint herein without consideration of the merits thereof. 

Finance No. 7311, in the matter of application of Missouri 
Southern tmnder paragraphs 18 to 21, inclusive, of section 1 of 
the act for a certificate of public convenience and necessity 
authorizing it to construct and operate the extension of a branch 
line of railroad from a point on its line at Hobart, Mo., for a 
distance of approximately 18 miles in a southwesterly direction 
and, under paragraph 18, of section 15-a of the act, as amended, 
for permission to retain the excess earnings from such newly 
constructed line of railroad. The applicant asks that this mat- 
ter be reexamined by the Commission, and that it be permitted 
to submit evidence and to file a brief and present oral argu- 
ment in support of its contentions, 
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SOUTHWESTERN COAL TO TEXAS 


Attorney-Examiner Alfred G. Hagerty, in No. 21031, Cor- 
poration Commission of Oklahoma vs. Santa Fe et al., a sub- 
number, Arkansas Railroad Commission vs. Santa Fe et al. and 
No. 20830, Kali-Inla Coal Co. vs. Rock Island et al., has proposed 
that the Commission find unreasonable the rates on coal from 
points in Arkansas and Oklahoma to destinations in Texas. 
He proposes that lower rates be ordered from the McAlester- 
Wilburton district, in Oklahoma, with rates from the other dis- 
ricts, six in number, made differentially under or over the rates 
from the McAlester-Wilburton district. The districts other than 
the governing one are, Lehigh-Colgate, Henryetta-Dewar, Tulsa- 
Vinita-Broken Arrow, eastern Oklahoma, Western Arkansas and 
eastern Arkansas. 

The two state commission complainants were brought by 
them on behalf of owners, producers, dealers, distributors and 
shippers of Oklahoma and Arkansas coal. They alleged that 
the coal industry in those states for two decades had suffered 
a depression, caused, in part, at least, by unreasonable and 
unduly discriminatory rates. The other complaint was brought 
by a producer and dealer in coal. The two state complaints 
alleged undue preference of coal from Alabama, Colorado, New 
Mexico, Illinois and Kentucky. Hagerty recommended only a 
finding of unreasonableness for the future. The scale recom- 
mended by Hagerty follows: 


Average Coal Average Coal 
Distance* Ratest Distance* Ratest 
Te Tee I ee ere eros 415 
Dn daveses whbaveyvadeanatne 240 SS rn rene rnra 440 
OEE Ee eee 275 SEO Rr rr ie sne 165 
BEE 6:20 aa SRA 0d Sea ORR hee arden 310 Per ere Ter rr re 485 
RR Cre er rere 340 Dake. cween rodeo bameteoed 505 
civics aves fais air eer a A ee rea 
Sead awk basoie awa ees cue’ 390 Saharan Oeccwne Ss eteu men 545 


*To be computed over the short line routes which may be used 
without physical transfer of lading, from all points within the Mc- 
Alester-Wilburton district as herein described; the Texas destina- 
tions, not more than 50 railroad miles apart, to be grouped. 

7For each 50 miles of transportation in Texas differential terri- 
tory, as defined in the Southwestern Revision, and amendments 
thereto, 25 cents per ton may be added to the above rates. 


The rules for making rates to other districts follow: 


(a) 25 cents per ton less than the rates concurrently maintained 
from McAlester-Wilburton district to the same Texas destinations 
when the average distances are from 50 to 100 miles, inclusive, less 
than the average distances from the McAlester-Wilburton district; 
and 40 cents less when the distance under the McAlester-Wilburton 
district is over 100 miles. 

(b) 25 cents per ton more than the rates concurrently maintained 
from McAlester-Wilburton district to the same Texas destinations 
where the average distances are from 50 to 100 miles, inclusive, in 
excess of the average distances from the McAlester-Wilburton; and 
40 cents more where the distances are more than 100 miles in excess 
of the average from the McAlester-Wilburton district. 


PROPOSED REPORTS 


Rough Lumber 


No. 21476, Perrine-Armstrong Co. vs. Pennsylvania et al. 
Examiner F. A. Christoph. Rate on rough lumber, Flora, Ind., 
to Saginaw, Mich., unreasonable and in violation of long-and- 
short-haul part of section 4 to the extent it exceeded, exceeds, or 
may exceed 19 cents. Reparation of $59.56, with interest, rec- 
ommended; also waiver of undercharges. 


Mixed Carloads Waxed Papers 


No. 21271, Menasha Printing & Carton Co. vs. A. C. & Y. et 
al. Attorney-Examiner G. M. Curtis. Rates on printed and un- 
printed waxed wrapping paper, waxed paper wrappers, pulpboard 
boxes, knocked down flat, other than corrugated, and paper ice 
cream can linings, mixed carloads, Menasha, Wis., to all destina- 
tions in central territory, unreasonable and unduly prejudicial to 
the extent they exceed the rates contemporaneously applicable 
on waxed wrapping paper, in straight carloads. Reparation, the 
examiner said, should be denied. 


Cotton Waste Materials 


No. 21418, New England Waste Co. vs. Boston & Maine 
et al. Examiner T. P. Wilson. Rates on cotton waste materials, 
carloads, Revere, Mass., to points in trunk line territory, unduly 
prejudicial to the extent they exceed those from Boston con- 
temporaneously maintained, but not otherwise unlawful. 


Lumber 
No. 21407, New River Lumber Co. vs. C. & O. et al. Ex- 
aminer John J. Crowley. Rates on lumber, Long Bottom, W. 
Va., to destinations in central territory, states adjacent thereto, 
and Canada, not unreasonable. Dismissal proposed. 
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Rye 
No. 21614, Farmers’ Grain & Rye Trading Co. vg. S00 Lins 
Examiner Jesse C. Harraman. Dismissal recommended, Quan 
on rye, complainant’s elevator in Westby township, N es 
Superior and Itasca, Wis., Duluth and Minneapolis, Minn ~ 
unreasonable. oe 


Grain Demurrage 

No. 21654, Kansas Flour Mills Corporation vs. Sant, », 
Examiner H. L. Main. Demurrage on grain at Hut 
Kan., inapplicable on cars while held on track No. 26 West ¢ 
Adams St., there being no showing that placing them OD thy 
track beyond the reach of the car-pulling apparatus of gp, 
plainant was attributable to anything done by the CONSignor ¢ 
consignee. Reparation proposed. is 


Chingy, 


Potatoes 


No. 21434, Hutchinson Produce Co. vs. Rock Island ¢ , 
Examiner Riley A. Gwynn. Rate on potatoes, Fort Smith, Ark 
and Spiro, Kan., unreasonable to the extent it exceeded 49 cen; 
Reparation proposed. 


Blue Grass Seed 


No. 21439, Woodford Spears & Sons et al. vs. Burlington » 
al. Examiner W. R. Brennan. Rates on unthreshed blue gn 
seed, points in Missouri, Iowa, Kansas, Nebraska and Illini 
to Paris, Ky., applicable and not unreasonable. Dismissal pp. 
posed. Fourth section situation left undisturbed pending ¢ 
position of No. 17000, part 7, Hoch-Smith grain. 


Salt 


No. 21272, Skelly Oil Co. vs. Santa Fe and No. 21457, Phillis 
Petroleum Co. vs. Same. Examiner C. W. Griffin. Rates on salt 
Lyons and Hutchinson, Kans., and Sand Springs, Okla., to destin:. 
tions in Texas, unreasonable to the extent they exceeded 2}, 
23.5 and 25.5 cents from Lyons and Hutchinson to Kingsnil 
Panhandle and Borger, Texas, respectively, and 24, 25.5 and 2 
cents from Sand Springs to Kingsmill, Skellytown and Borger 
respectively. Reparation recommended. 


Lumber 


No. 21364, Rock Island Sash & Door Works et al. vs. Bu: 
lington et al. Examiner W. A. Maidens. Rates on lumber ani 
articles taking the same rates, Washington, Oregon, Idaho ani 
California to Rock Island, Ill., unreasonable to the extent the 
exceeded the aggregate of intermediates. Reparation proposei 


Lumber, Etc. 

No. 21389, Atlantic Tie & Lumber Co. et al. vs. Seaboari 
Air Line. Examiner John Davey. Rates on lumber, 10gs, cross 
ties and poles, Georgia origins to Jacksonville, Fla., for Flori 
destinations and to Savannah, Ga., for export or coastwit 
movement, inapplicable; applicable rates were the published 
per car rates regardless of weight. Reparation recommended 


Steel Floor Arches 


No. 21247, Concrete Engineering Co. vs. B. & 0. eal 
Examiner John Davey. Dismissal proposed on a finding thi 
the charged rate on steel floor arches, Milwaukee, Wis, 1 
Cicero, Ill, was inapplicable; that the applicable rate was } 
cents, minimum 36,000 pounds, and that the shipments, tro 
carloads, were undercharged. 


Phosphate Rock 


No. 21269, Owl Creek Phosphate Co. vs. A. C. L. et al. & 
aminer C. K. Glover. Dismissal proposed on finding not @ 
reasonable or otherwise unlawful rates on phosphate rock, 
Memminger, Fla., to Cincinnati, O., Chattanooga, Tenn. alt 
points in Alabama and Georgia. 


Cement 


No. 20748, Lehigh Portland Cement Co. vs. C. & 0. et # 
Examiner C. E. Simmons. Three-factor combination rate charged 
on carload cement, Chapman, Pa., to Quinwood, W. Va., foul 
subject to combination rule published in Jones’ I. C. C. U. 8.1 
Rate charged inapplicable. Shipment overcharged by impo 
tion of higher rate. Rate applicable, $5.99 per net ton. Repaté 
tion $29.68, with interest, recommended. 


Cotton Linters 


No. 20193, Harry Schimmel et al. vs. B. & O. et al. Examine 
W. R. Brennan. Dismissal proposed on finding applicable a 
not unreasonable or otherwise unlawful rates on cotton linte® 
in bales, carloads, points in Texas, Louisiana, Arkansas ti 
Oklahoma to destinations in United States, except in instance 
where shipments did not move over route specified by shiph* 
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instances adjustment should be made on basis of applic- 
route of movement. 


Imported Wood Pulp 


No. 20662, Albany Perforated Wrapping Paper Co. vs. B. & 
t al. Examiner Henry B. Armes. Dismissal proposed on 
os ot unreasonable or unduly prejudicial rate on imported 


int ulp, Philadelphia, Pa., and Baltimore, Md., to Albany, N. Y. 
Corn 


No. 21732, Nye & Jenks Grain Co. vs. C. B. & Q. et al. Ex- 
iner Lawrence Satterfield. Dismissal proposed on finding ap- 
d not unreasonable rates charged on two carloads 


In such : 
able rate over 


jcable an ° 

ang et Neb., originally destined to El Paso, Tex., but sub- 
caquentlY reconsigned, first to Los Angeles, Cal., and later to 
jakland, Cal. 


Crushed Stone 

No, 21514, Builders’ Association of Kansas City, Inc., vs. 
x, Louis‘San Francisco. Examiner G. O. Basham. Dismissal 
sroposed on finding not unreasonable or otherwise unlawful rate 
. crushed stone, in bags, carloads, Kansas City, Mo., to Tulsa, 


- Cottonseed Shavings 


No. 21545, Buckeye Cotton Oi! Co. vs. A. & S. et al. Exam- 
ner W. A. Hill. Dismissal proposed on finding not overcharged 
carload shipments of cottonseed-hull shavings, Little Rceok, Ark., 
to Melrose Park, Il]. Examiner says presumably undercharges 
are outstanding. 


COMMISSION ORDERS 


Finance No. 6596, construction of extension by Bellefonte 
Central; Finance No. 6627, acquisition of line by Bellefonte 
Central, and No. 20952, joint use of terminal facilities at Tyrone, 
Pa, by Bellefonte Central. The time prescribed in said cer- 
tiicate and order within which the Bellefonte Central shall 
complete the construction of the extension of its line of railroad 
therein authorized has been extended to September 1, 1929. 

No. 21030, State Docks Commission et al. vs. Gulf, Mobile 
& Northern et al. Fulton Bag & Cotton Mills and Tampa 
Trafic Association permitted to intervene. 

No. 22071, Atwood Farmers’ Oil Co. et al. 
etal. Skelly Oil Co. permitted to intervene. 

No. 22068, Bismarck Oil & Supply Co. et al. vs. Santa Fe 
etal. Shell Petroleum Corporation permitted to intervene. 

No. 22145, Consolidated Paper Co. vs. Santa Fe et al. Loose- 
Viles Biscuit Co. permitted to intervene. 

No. 22180, Greenwich Chamber of Commerce vs. Delaware 
& Hudson et al., and No. 22147, United Paperboard Co., Inc., 
vs. Delaware & Hudson et al. New York & Pennsylvania Co. 
permitted to intervene. 

No. 17277, John M. Desch vs. Northern Pacific et al. 
ceeding reopened for reconsideration on record as made. 

Rates from Eastern Territory to Twin Cities, 109 I. C. C. 
7, and 148 I. C. C. 323. Petitions filed by J. H. Henderson 
aid B. J. Drummond for a modification of Third Supplemental 
Fourth Section Order No. 9295, Rates from Eastern Territory 
to Twin Cities, entered February 20, 1929, in Fourth Section 
Applications Nos. 12628, 1896, 1895 and 1854, denied. 

No. 16921, Tulsa Traffic Association et al. vs. Santa Fe 
al. The order entered herein on March 16, 1929, which was 
iy its terms made effective on June 5, 1929, upon 30 days’ 
uotice has been modified so that it will become effective on July 
d, 1928, on 30 days’ notice. 

No. 21894, Lehigh Stone Co. vs. Baltimore & Ohio et al. 
Chicago Gravel Co. permitted to intervene. 

No. 22020, Iola Cement Mills Traffic Assn. et al. vs. Santa 
_ al. The Lone Star Cement Co. (Kansas) permitted to 
Intervene, 

No. 21838, West Kentucky Coal Bureau vs. Illinois Central 
. al. Illinois Commerce Commission, Fifth and Ninth Districts 
tal Traffic Bureau, and Illinois Coal Traffic Bureau permitted 
(0 intervene. 

, No. 21999, West Coast Lumbermen’s Association et al. vs. 
Akron, Canton & Youngstown et al. Southern Cypress Manu- 
lacturers and Gulf, Mobile & Northern permitted to intervene. 
_ No. 22052, Alabama By-Products Corp. et al. vs. Louisville 
€ Nashville et al. By-Products Coke Corp. and Indiana Con- 
sumers Gas & By-Products Co. permitted to intervene. 

, No. 21916 (Sub. 9), Quincy North Star Co. vs. Abilene & 
southern et al. The Creamery Package Mfg. Co. permitted to 
intervene, 

Pa 17143, Pacific States Butter, Egg, Cheese and Poultry 
ee vs. Southern Pacific et al. Effective date of order 
i auuary 22, 1929, in this proceeding, has been postponed from 


May 1 to May 9, 1929. 


A. B. & C. INVESTMENT 


A finding that the Atlanta, Birmingham & Coast Railroad 
— may include in its balance sheet statement of invest- 
= in road and equipment, as of January 1, 1927, an amount 

exceeding $9,261,043.87 has been proposed by C. V. Burn- 


vs. Santa Fe 


Pro- 
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side, assistant director of the Commission’s bureau of finance, 
in a proposed report on further hearing in Finance No. 5454, 
reorganization and control of Atlanta, Birmingham & Atlantic 
Railway Company, and Finance No. 5470, application of Atlantic 
Coast Line for authority to acquire control of the A. B. & C. 

The Atlanta, Birmingham & Coast, the new company, ac- 
cording to the report, proposed to include in its investment 
account $29,471,859, based on the valuation of the railroad as 
of 1914, made by the Commission under section 19-a of the inter- 
state commerce act, as reported in 75 I. C. C. 645, with addi- 
tions and adjustments in recognition of changes in property be- 
tween the date of valuation and January 1, 1927. 

The Commission’s bureau of accounts, said Mr. Burnside, 
objected to that proposal and proposed instead the amount of 
$9,261,043.87, made up of $5,180,344.07, par value of the pre- 
ferred stock issued by the new company, plus $4,080,699.80, the 
expenditure assumed by the Atlantic Coast Line in consideration 
of the delivery of 150,000 shares of no par stock of the new 
company. The carrier asked for further consideration of the 
matter, but the Commission denied the request and the carrier 
then sought an injunction. The federal court for the northern 
district of Georgia, Atlanta division, held in effect that a hear- 
ing should be held and thereupon the Commission reopened the 
proceedings for further hearing. 

The carrier contended, said Mr. Burnside, that the mini- 
mum amount that could be set up in its investment accounts 
was $25,744,863.86. 

As to the contention that, under the Commission’s valua- 
tion, there was a total value of $25,744,863.86, as of December 
31, 1926, Mr. Burnside said it was pointed out in the proceeding 
heretofore “that there was no necessary relationship between 
the cash or exchange value and the value for rate-making pur- 
poses, and that the courts had recognized the distinction.” 

From the standpoint of the former owners, the railroad 
properties had proved to be a liability rather than an asset, 
said Mr. Burnside, and it was apparent that their prospective 
value to the Atlantic Coast Line lay in their utility as adjuncts 
of its operating system rather than in the ability of the new 
company to earn a profit as a separate entity. He said if the 
prospect were otherwise, it would be impracticable to recognize 
that fact in a definite assignment of value. 


“The Commission’s report of valuation of the railroad prop- 
erties operated by the Atlanta, Birmingham & Atlantic, as reported 
in 75 I. C. C. 645, endeavored to make it plain that its valuation 
had no relation to the worth of the properties, but was merely 
a sum upon which the carrier was entitled to earn a fair re- 
turn,” said Mr. Burnside. “That it could, as a separate entity, 
earn such a return, is more than doubtful; but the use of that 
valuation as a part of the value of railroad property in the 
country, or in that section, as a general basis for rates is merely 
recognition of the necessity of maintaining in operation prop- 
erties upon which a large population depends for transportation 
service.” 


UNCONTESTED FINANCE CASES 


Report, certificate and order in F. D. No. 7235, (1) authorizing the 
Owensboro-Rockport Bridge Co. to construct a line of railroad be- 
tween Owensboro, Daviess county, Ky., and Rockport, Spencer county, 
Ind.; and (2) granting request for permission to retain excess earn- 
ings, approved. 

Report and certificate in F. D. No. 7508, authorizing the Sewell 
Valley Railroad Co. to construct an extension of its Glencoe and Duo 
branch, in Greenbrier county, W. Va. (from a point at or near Duo 
in a general northerly direction along Big Clear Creek for a distance 
of approximately 1.4 miles), approved. 

Report and certificate in F. D. No. 7525, authorizing the Kansas 
City Public Service Co. to operate, under trackage rights, over the 
line of railroad of the Kansas City, Merriam & Shawnee Railroad Co. 
in Wyandotte and Johnson counties, Kan. (between Rosedale and 
Rose Hill, approximately 7 miles), approved. 

Report and order in F. D. No. 7571, authorizing the Illinois Cen- 
tral Railroad Co. to assume obligation and liability in respect of 
$6,990,000 of Illinois Central equipment-trust certificates, series P, 
to be issued by the Bank of North American & Trust Co. under an 
agreement to be dated April 1, 1929; said certificates to be sold at not 
less than 96.637 per cent of par and accrued dividends in connection 
with the procurement of certain equipment, approved. 

Report and order in F. D. No. 7565, authorizing the Central of 
Georgia Railway Co. to issue $11,000,000 of refunding and _ general 
mortgage 5 per cent bonds, series C, for the conversion of a like 
amount of refunding and general mortgage 6 per cent bonds, series A, 
now pledged as collateral security for certain secured gold bonds 
maturing June 1, 1929; $10,000,000 of said series-C bonds to be sold 
at not less than 95.5 per cent of par and accrued interest and the 
proceeds used to pay at maturity the secured gold bonds and for 
other lawful corporate purposes, and the remaining $1,000,000 of series- 
C¢ bonds to be held subject to the commission’s further order, 
approved. 

Report and certificate in F. D. No. 7489, authorizing the New 
York, Chicago & St. Louis Railroad Co. to acquire part of the tracks 
and to operate over all the tracks heretofore operated by the Elwood, 
Anderson & Lapelle Railroad Co. in Madison county, Ind., approved. 

Report and certificate in F. D. No. 7327, authorizing the Denison, 
Bonham & New Orleans Railroad Co. to abandon, as to interstate 
and foreign commerce, a line of railroad in Fannin and Grayson 
counties, Tex. (extending from Bonham to Bona, a distance of 24.15 
miles), approved. 

Report and order in F. D. No. 7434, authorizing the Missouri 
Pacific Railroad Co. to assume obligation and liability in respect of 
$8,925,000 of Missouri Pacific Railroad equipment-trust certificates, 
series F, to be issued by the Bank of North America & Trust Co. 
under an agreement to be dated May 1, 1929, and sold at not less 
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than 95.7 per cent of par and accrued dividends, and the proceeds 
used in the procurement of certain equipment, approved. - 

Report and order in F. D. No. 7506, authorizing the Chicago & 
North Western Railway Co. to procure the authentication and de- 
livery of $1,375,000 of general-mortgage 4% per cent gold bonds of 
1987, approved. . 

Report, certificate and order in F. D. No. 7196, (1) authorizing 
the St. Paul & Kansas City Short Line Railroad Co. (a) to construct 
a line of railroad in Grundy, Livingston, Daviess, Caldwell, Ray, Clin- 
ton, and Clay counties, Mo., and (b) to operate, under trackage rights, 
over the Chicago, Rock Island & Pacific Railway in Wayne county, 
Ia., and Mercer and Grundy counties, Mo.; and (2) denying request 
for permission to retain excess earnings, approved. 

Report and ceritficate in F. D. No. 7468, authorizing the Trinity 
Valley & Northern Railway Co. to abandon, as to interstate and for- 
eign commerce, a part of a line of railroad in Liberty county, Tex. 
(known as the Lumm district, which extends from Fullerton in a 
northerly direction to Lumm, a distance of 12.2 miles), approved. 

Report and certificate in F. D. No. 7467, authorizing the San 
Antonio, Uvalde & Gulf Railroad Co., the St. Louis, Brownsville & 
Mexico Railway Co., the Texas Mexican Railway Co., and the Texas 
& New Orleans Railroad Co. to operate the railroad properties under 
the jurisdiction of the Corpus Christi Terminal Association at Corpus 
Christi, Nueces county, Tex., approved. 

Report and order in F. D. No. 7530, authorizing the Main Central 
Railroad Co. to assume obligation and liability in respect of $1,628,0v0 
of Main Central Railroad Co. equipment trust of 1929 5 per cent 
equipment trust gold certificates, to be issued by the State Street 
Trust Co., under an agreement to be dated June 1, 1929; said certi- 
ficates to be sold at not less than par plus accrued dividends in con- 
nection with the procurement of 1,00 steel box cars, approved. 

Report, certificate and order in F. D. No. 7486, (1) authorizing 
the Port Isabel & Rio Grande Valley to operate, in interstate and 
foreign commerce, a line of railroad in Cameron county, Tex., extend- 
ing from Brownsville in a general northeasterly direction to Point 
Isabel a distance of 26.35 miles; and (2) dismissing request for per- 
mission to retain excess earnings, approved. 

Report and order in F. D. No. 7554, authorizing the Denver & Rio 
Grande Western to issue $600,000 of promissory notes payable to the 
order of the Baldwin Locomotive Works in connection with the pro- 
curement of 10 passenger locomotives, approved. 

_ Report and order in F. D. No. 7573, authorizing the Chicago & 
Illinois Western to assume obligation and liability in respect of $500,- 
000 of Chicago & Illinois Western equipment trust of May 1, 1929, 
certificates, to be issued by John H. Gulick, trustee, under an agree- 
ment to be dated May 1, 1929, and sold to the highest bidder upon 
competitive bidding, but at not less than par and accrued dividends, 
in connection with the procurement of certain equipment, approved. 

Report and order in F. D. No. 7542, authorizing the Clinton-Okla- 
homa-Western Railroad Co. of Texas (1) to issue one first-mortgage 
6 per cent gold bond, series A, for $2,000,000, to be delivered at par to 
the Atchison, Topeka & Santa Fe Railway Co. in satisfaction of an 
equal amount of indebtedness to that company; and (2) dismissing 
that part of the application which requests authority to execute a pro- 
posed first mortgage, approved. Commissioner Eastman dissented. 
Report and certificate in F. D. No. 7496, authorizing the Kansas 
City, Mexico & Orient Railway Co. of Texas to construct a line of 
railroad in Tom Green, Schleicher, and Sutton counties, Tex. (ex- 
tending from a connection with its existing line at San Angelo in a 


on southerly direction to Sonora, approximately 65 miles), ap- 
proved. 


FINANCE APPLICATIONS 


Finance No. 7593. Alabama, Tennessee & Northern Railroad Cor- 
poration asks authority to construct a line between a point on its 
main line at or near Mt. Vernon, Ala., to a point east of the Southern 
Railway to connect with the iogging railroad of the Mobile River 
Sawmill Co., a distance of approximately 1,809 feet, or an adjudication 
that a certificate is not required for the proposed construction. Ap- 
plicant is of opinion certificate is not required because the construc- 
tion involves only a spur, industrial or sidetrack and comes within 
exceptions of paragraph 22 of section 1 of the act. 

_Finance No. 7592. Chesapeake & Ohio Railway Co. asks authority 
to issue and sell $5,025,000 of 4% per cent equipment trust certificates 
at competitive bidding. 

Finance No. 7594. San Diego & Gulf Railway Co. asks authority 
to operate its line, now under construction, in interstate and foreign 
commerce, from a point of connection with the Texas Mexican at 
or near Noleda to the mines of the Duval-Texas Sulphur Co., at or 
near Palangana, Tex., approximately 2.6 miles. 

Finance No. 7565. Amendment to applictaion advising Commission 
Central of Georgia Railway Co. has sold $10,000,000 of refunding and 
general mortgage 5 per cent bonds to Kuhn, Loeb & Co., of New 
York, at 95% plus accrued interest. 


Finance No. 7595. Baltimore & Ohio Chicago Terminal Railroad 
Co. asks authority to extend its line under a trackage agreement with 
the Chicago Great Western Railroad Co., involving 2.8 miles of tracks, 
from Forest Park to Bellewood, IIl., in Cook county, Ill., to permit 
interchange of traffic at the Chicago & North Western’s Proviso Yard. 

Finance No. 7598. Red River & Gulf Railroad asks authority to 
abandon one mile of line between Louisiana Junction and Concrete 
Hill, La., and to abandon operation under trackage rights between 
Concrete Hill and Bolton, La., less than a mile, and between Cocodrie 
and Meridian, La., a little over 4 miles. 


RATES ON SAND AND GRAVEL 


The fact that for something like a year Examiner Fuller 
has ben piloting a series of conferences and committee meetings 
designed to work out a compromise adjustment of rates on 
sand, gravel, and crushed stone to destinations in southern 
Illinois apparently has not made him cynical with respect to 
the so-called cooperative method of settling rate disputes. At 
the conclusion, May 7, of the hearing in docket 21755 and Sub. 
1, McGrath Sand and Gravel Company against the A. T. & S. F. 
and others, at Chicago, before him, May 3, 4, 6 and 7, he said 
that, in his proposed report, he would suggest that the adjust- 
ment to the territory involved be the subject of cooperative 
handling and that a committee of three representatives of 
Illinois shippers, three Iowa shippers, and three railroad repre- 
sentatives be appointed for that purpose. Exceptions to the 
proposed report would be received, he said, so that the various 
issues might be as clearly outlined as possible in advance of 
the possible compromise effort. 
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The title complaint attacks the rates on sand, 8ravel, 
crushed stone from Chillicothe, Ill., to destinations on the Br 
lington in southeastern Iowa. The subnumber, brought by th 
Moline Consumers’ Company, and various interveners oa 
into issue rates from Aurora, Sheridan, Moline, Joliet, Oswe 
and other Illinois points to the same destination territory, Th 
complaints charge that the existing rates are unreasonahi 
that they exceed the aggregate of intermediates in Violation at 
section 4 of the interstate commerce act, that the adjustment 
is unjustly. preferential of Iowa producers at such Points 95 
Buffalo, Linwood, Muscatine and others, and that the Iowa intra. 
state rates and so-called Iowa interstate rates are unduly Drejy. 
dicial of interstate traffic. 

An explanation of special interest at this time in the rates 
seemed, for a time, to be offered by the statement of q com: 
plainant witness that a 100-million-dollar bond issue for road 
construction had been voted in Iowa. That was somewhy 
confused the last day of the hearing, however, when Hg 
Bellamy, of Waterloo, Ia., said that the supreme court of the 
state had declared the action unconstitutional, and that ney 
construction in the Iowa territory, involved in the near future 
would amount to little, compared to the representations ¢ 
complainants. 

W. E. Coyne, representing the McGrath company, said the 
rates to the destination territory from Chillicothe ranged fron 
$2 to $2.30 a ton. T. E. McGrath, president of that company, 
testified that the commodities would not move at a rate jp 
excess of $1.50. Mr. Coyne proposed a scale with that ag 4 
maximum, for the distances involved. It started at 60 cents 
for the first twenty miles, progressed 10 cents for each twenty 
miles up to 100 miles, and 10 cents for each thirty miles beyond 
that. He asked that it be applied for both single and joint line 
hauls, but suggested that, if the Commission thought an arj. 
trary should be added for joint line hauls, the scale start at 
50 cents for twenty miles, with a 15-cent arbitrary up to 13) 
miles and 10 cents beyond. 

In addition to the alleged breaches of transportation law 
enumerated, the complaint of the Consumers’ company holds 
that the existing rates do not conform to the mandate contained 
in the Hoch-Smith resolution relative to allowing free move. 
ment of traffic. It further recites that there is a depression in 
the industry in Illinois and need of immediate relief. L. E 
Moore, representing that company, proposed that the rates for 
single line hauls be made approximately 87 per cent of the 
southeastern sand and gravel scale prescribed by the Commis. 
sion in docket 17517. That would approximate the scale pro- 
posed by Mr. Coyne, according to him. He suggested a 2)- 
cent differential for joint line hauls, and, further, that the er- 
tire adjustment to the territory should be revised, even though 
the Comm’ssion had set the rates from some origins which 
ship into it. 

Leo Behrle, representing the Chicago Gravel Company and 
the Illinois Sand and Gravel Company, with pits at Joliet and 
Oswego, Ill., objected to the strict application of a mileage 
scale as proposed by the previous witnesses. At the same 
time, he contended that “the trouble with Joliet is that it is 
in the wrong group.” The Chicago group, in which it was 
located, he explained, extended as far north as Green Bay, Wis. 
He asked that Joliet be grouped with the producing points 
west of it. 


The carrier testimony was presented by G. A. Hoffelder 
and Henry Christianson, of the Burlington. They defended the 
7177 scale, which applies at present alternatively with the group 
adjustment on single line hauls, and generally attempted to 
show that the rates under attack were not in excess of reasol- 
able maximum rates. The Iowa intrastate and interstate scales 
were characterized by Mr. Christianson as the “lowest I have 
been able to find anywhere in the country.” 


Representatives of Iowa producers called attention to the 
fact complainant witnesses had testified that the Illinois pits 
ran about 80 per cent gravel and 20 per cent sand. The situa- 
tion was reversed as to the Iowa pits, it was said. In the light 
of that, George M. Cummins, traffic commissioner, Davenport 
Chamber of Commerce, said that the Illinois producers wert 
attempting to get rates which would enable them to dump 4 
surplus of gravel or coarse aggregate in Iowa. He held that 
a normal market would not consume an output in the relation 
represented by the Illinois production. There was said to be 
an overproduction of the commodities in Iowa and that higher 
production costs there called for consideration. 





CHANGES IN DOCKET 

Hearing in No 18589 (and Sub. 1), Tomahawk Pulp & 
Paper Co. vs. Can. Nat’l Ry. et al., assigned for May 6, at Chi- 
cago, Ill., before Examiner Smith, was canceled. - 

Hearing in No. 19852, Castanea Paper Co. vs. A. C. & H. 1 
Ry. et al.; No. 20630, J. Fred Amsden vs. Can. Nat’l Ry. et - 
and No. 21990, N. Y. & Pa. Co. vs. D. & H. Co. et al., assign’ 
for May 9, at Washington, D. C., before Examiner Curtis, ¥4 
canceled and reassigned for May 28, at Washington, D. & 
before Examiner Curtis. 
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May 11, 1929 


CUTS IN WHEAT AND FLOUR 


meeting of traffic executives of the western trunk line 

‘southwestern carriers at Chicago May 7, reductions in the 
als rates on wheat and wheat flour—not on related articles 
export ‘decided on, “at the solicitation of the President of the 
— States and subject to the approval of the Interstate 
oe erce Commission.” The action contemplates a reduction 
one cent in the present proportional rates applicable from 
. Missouri River to Chicago and the Mississippi River, 11.5 
et from the Missouri River to the Gulf, and 5.5 cents from 
“ ioe to the Gulf. Taken in conjunction with the action 
a ie eastern lines, allowance of the reductions by the Com- 
mission will reduce the all-rail rates on wheat from the Missouri 
River markets to both Gulf and Atlantic ports by 11.5 cents. 

It was decided to file sixth section applications to permit 
publication of the rates on one day’s notice. It was explained 
by E. B. Boyd, chairman of the Western Trunk Line Committee, 
that, under the Commission's rules, the rates cannot apply to 
grain shipped prior to the effective dates of the tariffs. How- 
ever, he said, the Comm ssion was to be asked to set that rule 
aside and make the tariffs retroactive, “so that the elevators 
at the markets may be cleaned out to make way for the new 
crop.” The applications were to be so framed that the Com- 
mission might allow the publication of the reduced rates either 
as proportionals or as flat rates. In the event of the latter, the 
carriers asked fourth section protection, so that the domestic 
adjustment would not be disturbed. The rates are to expire 
September 30, as is the case with those proposed by the eastern 
lines. 

“They shall not be considered a precedent, nor as an ad- 
mission by the carriers that the rates today in effect are not 
reasonably low under existing laws,” said the announcement 
issued by the railroads. “They shall only be construed as in- 
dicative of the attitude of the carriers to assist the President 
of the United States in his program for relieving an emergency, 
to the extent that these abnormal reductions in rates may help 
the situation.” 

The emergency nature of the proposals was particularly 
stressed in connection with the proposal to set aside the cus- 
tomary restrictions with respect to retroactive rates. Further 
explanation was as follows: 


At a 


Due to the large carry-over from last season’s wheat crop and 
the immediate prospects for a very large production this coming 
season, it has been urged that all interests involved, including the 
railroads, should assist in effecting a reduction of the surplus through 
exportation, to avert, if possible, a lowering of prices, and the west- 
ern carriers under conditions specified as to limitations of tariffs, 
are hereby contributing their full proportion of the aid suggested 
and desired. 

The rates proposed are as follows: From Missouri River to Chi- 
cago 11% cents per 100 pounds; to the Mississippi River 714 cents 
per 100 pounds; from St. Paul and Minneapolis to Chicago 7 cents 
per 100 pounds; from Omaha to the Gulf 20 cents per 100 pounds; 
from Kansas City, St. Joseph, Atchison and Leavenworth to the 
Gulf 19 cents per 100 pounds; from Minneapolis to Duluth 4 cents per 
100 pounds; from Omaha and Sioux City to Duluth 11% cents per 
100 pounds; from Kansas City, St. Joseph, Atchison and Leaven- 
worth to Duluth 13 cents per 100 pounds; from St. Louis to New 
Orleans 124% cents per 100 pounds. 


Discussing the action of the western trunk lines and south- 
western lines this week, E. B. Boyd, chairman of Western Trunk 
Line Committee, said that, according to figures furnished him 
by J. S. Brown, of the Chicago Board of Trade, the accumulation 
of wheat in this country amounted to 148,813,000 bushels on 
farms (as of March 1), and a “visible supply,” grain in elevators 
at the markets, of 122,119,000 bushels, as of April 6. 


Under date of May 9 the Western Trunk Line Committee 
forwarded petitions to the Commission asking sixth section 
permission to publish reduced rates on export wheat and wheat 
flour on one day’s notice, effective May 15. The Commission 
was asked to waive all its rules so as to permit the rates to be 
named in a special export tariff to supersede rates in conflict 
therewith named in both agency and individual-line tariffs. 
Blanket fourth section relief from the long-and-short-haul clause 
of that part of the national transportation law was asked. 


In addition to the reductions previously announced, the 
request asked that permission be granted for a revision of indi- 
vidual lines’ tariffs making effective reductions in local rates 
to the Gulf of 11.5 cents from points in Kansas, Colorado, and 
In Missouri south of the Missouri River; 3.5 cents from Okla- 
homa to the Gulf, observing rates from Kansas border points 
as a maximum, and 3.5 cents from points in Texas and New 
Mexico. Request was further made that individual lines be 
permitted to make reductions in the rates applicable to Rio 
Grande crossings for export to Mexico on a basis comparable 
to that applicable to the Gulf. 

With respect to the request that the Commission waive the 
customary rules applicable, the petition said that, if that was 
not done, it would require from sixty to ninety days to make 
the rates effective and the purpose of the publication would be 
defeated, 

_ Under the application, the rates would apply on grain now 
M storage at the markets, on condition of surrender of inbound 
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billing and furnishing of proof of export. Transit would apply 
in accordance with individual lines’ tariffs, except that no transit 
was provided for at the so-called terminal markets. That re- 
striction was provided for to prevent the accumulation of billing, 
it was explained. The primary object of publication of the 
reduced rates, the petition insisted, was to get the grain out 
of the country. It was further provided that lowest combina- 
tions would apply from point of origin to point of export, irre- 
spective of whether the actual movement was via the route over 
which the combination was computed. 

Permission to establish a minimum weight in connection 
with wheat flour of 80,000 pounds, and, in connection with wheat, 
of 110 per cent of the marked capacity of the car, was asked. 


EASTERN REDUCTION PLANS 
The Traffic World Washington Burcau 


Plans of eastern railroad presidents and traffic executives 
to reduce reshipping rates on grain for export, from lower lake 
ports, Chicago and St. Louis, did not move as smoothly as 
expected when the decision to make reductions was made on 
May 3. Applications for perm‘ssion to make the reductions 
from the lake ports and from Chicago were filed with the Com- 
mission in behalf of the eastern roads by W. S. Curlett, on May 
4. He was not able to make application on behalf of the St. 
Louis lines on that day because he had not received the neces- 
sary data by the time he had the applications for reductions 
from Chicago and the lower lake ports ready. 

The applications asked for permission to file tariffs effec- 
tive on one day’s notice instead of the five days’ notice agreed 
on in the meeting of executives. Overnight the plan had been 
changed to one day’s notice on the theory that it would be well 
to have the reductions made with the least possible delay. 

However, the Commis..ion, after thinking about the matter 
for the greater part of May 4, announced at the close of business 
on that day that no action had been taken on the Curlett 
applications. 

Instead of disposing of the Curlett applications on May 7, 
as expected, the Commission, by division 4, decided that an 
informal conference should be held on Thursday between rep- 
resentatives of the Commission and interested parties, at the 
Commission’s office, for a discussion of the whole subject of 
reduced rates on grain. The protests of New York state offi- 
cials, operators on the New York Barge Canal, and flour and 
grain products’ interests caused the determination to give a 
hearing. In announcing the conference the Commission said 
the canal interests represented that the reduced rates would 
create ruinous competition for vessels on the canal, in contra- 
vention of section 500 of the transportation act. The Com- 
mission’s notice, continuing, said: 


The application proposes no change in the rates on grair products. 
The rates on the latter are now higher than on grain. Numerous 
protests have been received against permitting any reduction on 
grain without like reductions on grain products, it being contended 
that undue prejudice and preference in violation of section 3 of the 
interstate commerce act would result therefrom. In the past there 
appears to have been a more or less recognized relationship between 
the ex-lake rates from lake ports and the all-rail rates from inland 
grain markets, such as Chicago, St. Louis, Peoria and Kansas City, 
to the north Atlantic ports and to Gulf ports. Protests have been 
received against making effective reductions in the ex-lake rates 
without corresponding reductions in other competitive rates on grain 
and grain products. 


Eastern executives, coincident with the Commission’s an- 
nouncement, called a meeting of their association at New York 
for May 9 to consider whether they would or would not add 
flour to the reduced rate commodities. 

Coincident with the filing of the Curlett applications came 
protests from flour interests because the railroads had not 
included flour in the list of reduced rates, from Great Lakes 
steamship lines and from New York state barge canal boat 
operators’ associations. In addition unofficial word was received 
from senators and representatives that their citizens were con- 
siderably wrought up over the proposals of the eastern execu- 
tives for one reason or another. 


One of the earliest points that came up was as to the atti- 
tude of the central western lines serving the heavy grain pro- 
ducing parts of the country and such markets as Kansas City 
and other Missouri River gateways which have reshipping ex- 
port rates aligned in relationship with the reshipping export 
rates from the territory covered by the plans of the eastern 
executives. When the eastern executives acted only the Kansas 
City Southern had done anything toward removing the accumu- 
lations of grain in the market elevators. It had filed a tariff 
on April 25 proposing a 7-cent reduction in the proportional 
rate from Kansas City to the Gulf ports, effective on May 25. 
Other western roads had declined to do anything. 


Central Western Lines Confer 


Before the eastern executives acted they were in touch with 
the central western lines. While the Commission was consid- 
ering the applications filed by Curlett, a committee of central 
western traffic men consulted with members of the Commission. 
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It was the thought that they had come to Washington on rep- 
resentations from the eastern traffic executives backed also by 
suggestions from the Commission. The committee, composed 
of Conrad E. Spens, vice-president in charge of traffic, of the 
Burlington; A. F. Cleveland, assistant freight traffic manager 
of the C. & N. W.; A. Mackenzie, vice-president and traffic 
manager of the Rock Island; D. W. Longstreet, vice-president 
in charge of traffic of the Illinois Central; and H. E. Pierpont, 
vice-president in charge of traffic of the Milwaukee, after con- 
ferring with commissioners, said nothing had been agreed on. 
Its members were to hold further conferences on the subject. 
Reductions in the export reshipping rates from the lake ports 
and from Chicago would leave the Missouri River gateways at a 
disadvantage. 

In all the discussions pertaining to the action of the eastern 
executives little reference was made to the fact that the re- 
ductions did not extend to the local rates paid by the farmers 
to the markets, or that no reductions were proposed in the 
domestic reshipping rates from the markets that were to be 
given reductions in reshipping rates on export grain. The point 
was made, however, that the reductions would be of benefit only 
in the event foreign buyers could be found for grain that would 
soon be coming to market. 

The reductions would not apply to grain now in the ele- 
vators. The tariffs generally are so framed that the proposed 
reduced rates could apply only to grain moving to the reship- 
ping points after their effective date. That is to say, they 
would apply only on grain that moved in after their effective 
dates. But substitution of tonnage is permitted. That is to 
say, the railroads do not insist that the identical grain that 
moves in on a given bill of lading shall be taken out under the 
reshipping rates. Inasmuch as the immediate danger point 
caused by the accumulation in this country, estimated at 150,- 
000,000 bushels, is the congested condition of the grain elevators 
at the great markets, the reductions would be helpful, in the 
event buyers abroad were found, by providing for the outward 
movement of the old grain as the new grain began coming in. 


Lake Lines Object 


The Chicago Navigation Company urged that the Commis- 
sion, in giving consideration to the “proposed so-called emer- 
gency reduction in rail rates on export grain to Atlantic ports 
insist that the railroads maintain the present relationships of 
the differential on all-rail export grain rates with the ex-lake 
export grain rates and east of Lake Erie ports.” It said that 
to permit the proposed reductions to become effective would 
be an unfair discrimination against water transportation and 
allow the railroads to stifle competition of water lines still fur- 
ther, in violation of the transportation act. 

Similar messages were sent by the Rutland Lake Michigan 
Transit Company and the Gartland Steamship Company. 

The Canal Carriers’ Association, operating boats on the 
New York state canal, and the Canal Operators’ Association 
protested against short notice being given. The first mentioned 
said the publicity regarding the reductions was causing chaos 
amongst the canal carriers because they could not book grain 
for delivery at the seaports from lake ports via the barge canal 
except at the depressed rates. The canal operators said that 
they had dispatched hundreds of canal boats to Buffalo to re- 
lieve the congestion and that millions invested in barge line 
equipment would be lost if the reduction were allowed to go 
into effect because canal operators could not operate on the 
differential transportation rates shippers demanded under rail 
rates. The operators protested against any reduction. They 
said they were carrying grain from Buffalo to New York at 
more than two cents under the present rail rates. They asked 
for a hearing. 


Millers Protest 


The Nebraska Millers’ Association wired that flour should 
also be given the reduced rates. The Southern Minnesota Mills 
said that the failure to include flour would seriously affect 
the export milling situation if reductions were allowed on grain 
without corresponding reductions on flour in accordance with 
the present export grain rate and flour adjustment. 

J. L. Bowlus, of the Milwaukee Chamber of Commerce, 
telegraphed that the proposed ex-lake reduction would amount 
to about half of the all-rail reduction under lake rates and 
would have the effect of closing the lakes to grain traffic from 
Lake Michigan grain markets. He said Milwaukee interests 
strenuously opposed such action and that if sixth section author- 
ity had not already been granted the Chamber of Commerce 
sought argument thereon and, if granted, it desired oral argu- 
ment on suspension of the tariffs. Mr. Bowlus said no reason 
existed for not reducing ex-lake rates in the same amount as 
the all-rail rates, particularly from Lake Michigan. He said 
he proposed filing a petition for the suspension of the Kansas 
City Southern tariff and suggested the calling together of all 
interested parties to discuss the entire situation. 


Hoover on Grain Rate Cut 
President Hoover regards the decision of eastern railroads 
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to reduce the rates on export grain as a Considerable cone 
on their part and as a fine act of cooperation to assist in Stl 
ing the situation created by the great accumulation of _ 
on farms and elevators in the west. Brain 

Reference was made at the White House to the 


of a grain rate cut having been considered at Topeka, Ke" 
recently and the efforts of Senator Capper, of Kansag =“ 


respect to getting the railroads to make a reduction. The 

posal of the Kansas City Southern and the Southern Paci 
reduce the proportional rate on wheat from Kansas Cit ° 
Texas and Louisiana ports, from 30.5 to 23.5 cents, en 
referred to. " 

President Hoover, it was stated, had asked Secretary Hyde 
of the Department of Agriculture, and Secretary Lamont of the 
Department of Commerce, to take up with the railroads the 
question of a rate reduction. 

As to protests of millers and others against the Proposed 
reductions, President Hoover feels that protests should be Made 
to the Commission and not to him. He feels that he jg no 
engaged in settling railway rate disputes—that that is q matter 
for the Commission. What he has been interested in is the 
obtaining of cooperation of the railroads in meeting the emer. 
gency created by the large surplus of grain stores. 

Senator Capper regarded the action of the railroads as 
ful and also as forecasting a permanent reduction in the 
on grain. 

Secretary Hyde, of the Department of Agriculture, gai 
the reductions proposed by the eastern railroads, made in jp. 
sponse to suggestions from President Hoover, were a practica| 
demonstration of cooperation between the administration and 
the railroads in aid of the farmer and the orderly marketing 
of the coming crop. He said similar action was expected from 
western railroads. 


help. 
Tates 


Senate Discussion of Rates 


Incidental to his discussion of the farm relief bill in the 
Senate, Senator Copeland, of New York, asked for and received 
permission to have reproduced in the Congressional Record that 
part of the proposed report in the Hoch-Smith grain case, known 
as exhibit B, which discusses the question as to “who pays the 
freight rate” (see Traffic World, April 27, p. 1012). His request 
was prefaced by a discussion, in which Senator Walsh, of Mas. 
sachusetts, took part, over advantages enjoyed by the Canadian 
ports in exporting grain, not only in rates, but in less stringent 
inspection regulations. 


Senator Copeland said that “the Canadian government is plan- 
ning to such an extent in giving preferential freight rates to its 
export wheat growers that it is spending large sums of money 
to further develop the ports of Halifax and St. Johns in order 
to divert its export grain transportation which now passes 
through our ports during the winter, to its own new ports that 
can take care of winter shipments.” He added that the Cana- 
dian government had “provided freight rates from Buffalo to 
St. Johns and Halifax as low as the freight rates from Buffalo 
to New York or to Boston or to Philadelphia, though the rail 
distance is about twice as great.” Because of this, he said, 
the exports of American wheat through Montreal in 1972 had 
been 60,000,000 bushels as compared to about 30,000,000 bushels 
through the American Atlantic ports. 

Senator Walsh called attention to that part of the statement 
of the railroad traffic executives which asked for a revision of 
the regulations of the Department of Agriculture regarding the 
grading of grain. He said he hoped the executives could get 
“results from the Department of Agriculture that the Senate 
had been unable to obtain.” He said that the difference be 
tween the Canadian and the United States inspection regulations 
resulted in a penalty of about two cents a bushel to grain mer 
chants who used the American ports. 


Eastern Plan Changed 


Export grain reduction plans were changed by eastern rail 
road executives May 9, as a result of their conference in New 
York on that day, so that the Curlett applications will conform 
with the applications the western lines had planned to make. 
The revised Curlett applications now apply only to export wheat 
and export flour. As originally filed, they proposed a reduction 
in the “at and east” reshipping rate from Buffalo to New York 
of 3.3 cents with “proportionate reductions” from other lake 
ports; from Chicago a reduction from 22.5 to 17 cents, and from 
St. Louis to New York from 26.5 cents to 20 cents. The rail 
roads intended, in the initial application, R. N. Collyer said, to 
ask for a 2l-cent rate from St. Louis. They made an error, 
the original Curlett application, in asking for a 20-cent rate. 
Such a rate would have thrown out of line the relationship 
between Chicago and St. Louis on rates to the Atlantic ports. 
The application is now for a 21-cent rate. 

This clarification of the situation was made at a conference 
on the subject, May 9, held by Commissioner Meyer, with those 
interested. With the commissioner in that conference were 
Director Hardie, of the bureau of traffic, and Messrs. Crosland, 
Ward and Powers of the Commission’s board of suspension. 
Announcement as to the changed plans of the railroads 
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de to the conference by Mr. Collyer, who had received 
was ation from the New York conference while Commis- 
his o_o and the other Commission men were listening 
a peuseion of the matter which was confined almost ex- 

. _e approval of the plan for reduced rates by exporters 
clusively and elevator interests and opposed by representatives 
of ew York state barge canal carriers. 
= itation of the application of the eastern carriers to 

a" wheat flour was attributed wholly to the influence 
ye western carriers. In his statement Mr. Collyer said that 
- tion of affording relief by reduced rates from Buffalo 
the we consideration a long time by the Buffalo lines, but 
a ~~ nad decided on April 25 not to make any reductions. 
== few days later,’ continued Mr. Collyer, “we were ad- 
ised that the administration (I will not undertake to say what 
wer ns, because I have no personal knowledge) had made 

vpresentations on the matter and said that it was of the opinion 
that there should be reductions on account of the congested 
Cao ye announcement of May 2, he said, was the result of 
those representations. When Mr. Collyer told about the reduc- 
tions being limited to export wheat and wheat flour, Commis- 
sioner Meyer observed that wheat caused the congestion in 
Kansas and Nebraska, but he thought the congestion at other 
places Was due to grain generally. ; ; 

Great masses of figures were mentioned by various men 

in the conference to show the situation. Commissioner Meyer, 
nowever, adopted 250,000,000 bushels of United States grain to 
pe moved so as to make room for the new crop as the problem 
to be solved. Some of the statistics were given to Mr. Meyer 
by Julius Barnes, the grain man, — while not present, sup- 
orted the proposals of the railroads. 
a Stewart Henderson, of the Baltimore Chamber of Com- 
merce, raised the question as to the applicability of the pro- 
posed rates. Mr. Collyer assented to his proposition that, if 
the proposed reshipping rates were published in the form of 
the present reshipping rates they would apply only on grain 
put into transit or into storage after the effective date of the 
new rates. Mr. Henderson wanted to know how such reduced 
rates would help the present situation. Mr. Collyer said that 
the carriers had considered that point and would undertake to 
make the new publications in such form as would make the 
rates applicable on grain now in storage and on grain in transit 
at the time of the expiration of the reduced rates on September 
30. Mr. Bowlus, of Milwaukee, wanted to know whether grain 
moving on the Great Lakes on September 30 would receive the 
benefit of the reduced rates. Mr. Collyer retorted that the rail- 
roads would undertake to have the rates applied in a reasonable 
manner, inasmuch as their desire was to help out in an emer- 
gency. 

W. C. Mott, at the suggestion of C. J. Austin, of the New 
York Produce Exchange, who had contributed figures showing 
the congestion at Buffalo and other points, told about the 
troubles of grain exporters such as he. Mr. Mott said that the 
situation at Buffalo was produced by the disability of the New 
York barge canal and the carriers thereon. He said that canal 
catriers, on account of the condition of the canal, were 25 
days behind their schedule and that while canal barges had been 
coming into Buffalo in the last few days, what they could take 
out would not be more than a drop in the bucket. Grain in 
storage and afloat at Buffalo was said to amount to 36,000,000 
bushels. The canal can move about 40,000,000 bushels in a 
season. The canal has had too much water. The canal boats 
have not been able to pass under the bridges spanning it, 
hence the delay in addition to that caused by ice. 

Mr. Mott said that the supply of grain in the United States 
~ 100,000,000 bushels greater than usual at this time of 
the year. 


‘Iam unable to fill contracts for delivery of grain in 
Europe,” said Mr. Mott. “The canal boats cannot bring down 
hough grain to fill them on time. They are in default now.” 

“All you have sold is on the present freight rates?” asked 
George H. Graham, representing barge line interests. 


Mr. Mott admitted that that was the fact. Later he 
explained that the rail line rates were prohibitive and that they 
had been for eight years, the railroads taking only that grain 
Which had to be moved regardless of the fact that the rail rates 
were about two cents higher than the barge rates. Later, Mr. 
Collyer read New York barge line official figures, taken from 
the record in the Hoch-Smith grain investigation, showing that 
the barge lines had made rates on grain more than three cents 
lower than the rail rates. 

Seemingly that testimony from the Hoch-Smith case was 
tad by Mr. Collyer as an answer to the allegation made, in 
the formal protests of the barge interests saying that the pro- 
Posed rail reduction of two cents per bushel would destroy the 
‘tvestment of the canal carriers. 


Edward S. Walsh, speaking for canal carriers, gave it as 
tis opinion that the reduced rates would not do the grain 
dealers a bit of good but that if there was any benefit flowing 
from the reduction to the farmer, it would go 95 per cent to 
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the Canadian farmer and 5 per cent to the American. He 
opposed reductions in any part of the country. He and Mr. 
Mott indulged in a “tis” and “taint” dispute. 

Commissioner Meyer reminded them that the question was 
much broader than the interest of the New York barge canal 
or merely the situation at Buffalo. 

L. W. Lake, of the barge people, expressed a fear that the 
railroads, in this instance, were using an opportunity presented 
as a national emergency to put the canal lines out of business. 
Grain shippers and representatives of commercial organizations 
emphatically denied hostility toward the canal carriers. 

J. P. McGill, of the Maritime Association of New York, 
wanted to know, why, if there was a demand for grain outside 
of the United States, the grain in ships in New York harbor 
did not move and why there was not a greater demand for 
tonnage for carrying grain. His implication was that it was a 
lack of demand for grain that produced the situation. 

The latter part of the conference was devoted to a dis- 
cussion of the rules governing the application of the proposed 
reduced rates. Mr. Bowlus said that grain merchants, generally, 
believed that, for the reductions to be of real value to the 
farmer and handlers of grain, provision should be made for 
having the reduced rates apply on grain placed in storage in 
the period of low rates if moved out within one year from the 
date of shipment from original point of origin. Mr. Collyer said 
the railroads were opposed to that. 

Sydney Anderson, representing milling interests, in answer 
to a question from Commissioner Meyer as to whether the 
railroad applications should be granted on the representations 
made at the conference, said he did not see how the Commis- 
sion could do otherwise and expressed the hope that the ap- 
plications would be granted. 


NO GRAIN CONGESTION AT NEW YORK 
The Trafic World New York Bureau 


A survey just completed by the Port Authority reveals that 
there is capacity in the Port of New York for the storage of 
at least 10,000,000 bushels of grain, according to John Galvin, 
chairman of the efforts now being made to provide a quick 
outlet for grain cargoes congesting ports of the Great Lakes 
and the St. Lawrence. 

“At the present time,” said Mr. Galvin, “there is a great 
deal of congestion at lake ports, due to the large amount of 
grain carried over from last year’s crop. Some 22,000,000 bush- 
els are reported as being in storage at Buffalo, with 6,000,000 
bushels held on lake freighters which are unable to discharge 
on account of lack of storage space. The congestion extends 
also to other lake ports. Montreal correspondents report simi- 
lar congestion with sixty-one lake vessels tied up with no 
chance of getting unloaded for weeks. 

“In contrast to the situation at lake ports and at Montreal, 
New York has excess capacity for grain storage. A survey by 
service agents of the Port Authority indicates that as of May 
1 there is at least 10,000,000 bushels of storage capacity avail- 
able in New York Harbor, either in railroad elevators, floating 
barges owned or under contract to the railroads, or the New 
York State Barge Canal elevator at Gowanus. 

“Movement to seaboard is apparently being held up by the 
flood water conditions on the New York State Barge Canal, 
which it is hoped will be over by the end of the week, and 
by the uncertainty regarding the railroad rate situation. The 
eastern roads have announced a cut of approximately two cents 
a bushel in the rate from lake ports to the eastern seaboard. 
This rate is scheduled to go into effect about May 10, if the 
Interstate Commerce Commission approves. Until that time 
the shippers of grain are likely to hold off in the expectation 
of taking advantage of the cheaper rates. 

‘It is gratifying to note that Examiner Mackley, of the 
Commission, has recommended, after an exhaustive inquiry into 
grain rates all over the country, that the present port differ- 
entials on ex-lake grain be abolished, placing New York on a 
parity with Philadelphia and Baltimore.” 


FARM RELIEF AND RAILROADS 


The Trafic World Washington Bureau 


“Today the railroads are guaranteed a minimum of 5% per 
cent dividends upon their valuation as fixed by the Interstate 
Commerce Commission,” said Senator Wheeler, of Montana, a 
member of the interstate commerce committee, in debate in the 
Senate on farm relief legislation. 

“They want that valuation fixed on a basis which would 
give the railroads of the country a fixed value of from $33,000,- 
000,000 to $35,000,000,000. 

“I am wondering, in this connection, whether or not the 
Interstate Commerce Commission is going to be loaded up with 
any more appointees by the new President, with men who are 
directors and officers and bondholders and stockholders of the 
railroads of this country. In that connection I cannot help 
wishing that Mr. Hoover would display as much solicitude over 
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the great question of railroad valuations as he has over the 
debenture plan.” 

One of the measures for relief for the farmer advocated by 
the senator was reduction of freight rates on farm products so 
that the American farmer could meet the Canadian farmer in 
world competition. 

Referring to President Hoover’s statement that railway rates 
had necessarily increased, the senator said that that was true 
to a certain extent, but that if “the railroads were given a rea- 
sonable valuation for rate-making purposes the farmers could 
have lower rates on farm products.” 

Senator Wheeler also referred to his resolution calling for 
an investigation of rates in the United States and Canada 
(S. Res. 250) to which the Commission some time ago made 
reply, and the difference in rates as between the two countries, 
and added: 


I said then, and I repeat now, that the railroads of the coun- 
try in their present prosperous condition could well afford to place 
the farmers of the United States on an equality with the farmers 
of Canada in reference to freight rates, and if the carriers will not 
do this voluntarily then the Interstate Commerce Commission should 
intervene and compel them to do it. In the aggregate the railroads 
take a terrific toll from the farmers of the nation and some of their 
tariffs on farm commodities are almost confiscatory. The railroads 
also have manipulated rates so as to discriminate grossly between 
industries and as against certain sections. The prosperity of Montana, 
for instance, is being handicapped by absurd interpretations of the 
long-and-short haul and farmers suffer along with the rest of the 
population. Reasonable reduction in railroad rates would mean the 
difference between a bare profit and bankruptcy to farm producers 
in many parts of the country, and if necessary the adjustment could 
be made at the expense of more favored industries. In any event, 
there is no justification for taxing agriculture out of existence so that 
the railroads may be paid what amounts to a subsidy on fictitious 
valuations. Drastic reductions in freight rates are necessary if we 
are to rehabilitate agriculture. 


Senator Howell, of Nebraska, also a member of the inter- 
state commerce committee, argued that Congress had come to 
the relief of the railroads and that it likewise could come to 
the relief of the farmers. He contended that the Esch-Cummins 
act represented “price fixing pure and simple and eliminated all 
competition in the transportation industry.” 


S. W. CASES HEARING 


There seemed to be doubt in the minds of some of those 
who attended the hearing in docket 13535, consolidated south- 
western cases (further hearing with respect of class and com- 
modity rates between Wisconsin, other than Milwaukee and 
points grouped with it, and the upper peninsula of Michigan, 
on the one hand, and Southwestern Territory, on the other), 
held at Chicago, before Examiner Fuller, May 8, as to whether 
any good had been accomplished at the conclusion. 

It seems that in the Commission’s report in which it fixed 
the adjustment between Chicago-Milwaukee and the southwest 
it had directed that the interested parties advise it within sixty 
days of their respective position with respect to the remaining 
Wisconsin territory and the upper peninsula of Michigan. The 
plan involved an effort to reach a compromise as to the adjust- 
ment. March 22 a conference was held at which an agreement 
was reached between the Wisconsin shippers and the Western 
Trunk Line and Wisconsin carriers. The southwestern lines had 
been invited, but were not represented at that meeting. The 
results of that meeting were reported to the Commission in the 
specified sixty days. 

At the opening of the hearing, Carl R. Maier, of the Rock 
Island, speaking for the southwestern lines, explained that they 
had not received notice of the March 22 meeting in time to 
attend. He, personally, had been informed of it March 21, 
while in attendance at a meeting of the general traffic commit- 
tee of the southwestern lines, in St. Louis, he said. Further, 
the southwestern lines had not been advised of the details of 
the agreement reached between the other parties sufficiently 
long enough for them to be in a position to state their position 
with respect to that proposal. He said an attempt had been 
made to obtain a postponement of the instant hearing, but, 
as that had been unsuccessful, it would require some time for 
them to work over the details of the adjustment that had been 
drawn up and to follow that with appropriate testimony. He 
was under the impression, he said, that the adjustment worked 
out at the March 22 meeting had been changed in certain ways. 

Examiner Fuller said the hearing had been called for the 
presentation of such proposals as the parties wished to present 
and interchange of criticism. Representatives of the Wiscon- 
sin shippers said there had been no changes in the original 
proposals worked out with the other carriers and expressed 
themselves as of the opinion that the southwestern lines had had 
ample notice of what that adjustment was. 

The outcome was that the adjustment that had been worked 
out by the Wisconsin shippers and the northern lines was ex- 
plained in detail by J. R. Davy, traffic manager, Sheboygan 
Chamber of Commerce, and it was criticized by representatives 
of the southwestern lines. It was decided that there should 
be a final hearing and conference at Chicago, May 25, and that 
the southwestern lines should serve the parties with such con- 
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structive suggestions and criticisms as they had to off 
later than May 20. €F not 

Under the proposal presented by Mr. Davy, the ore: 
territory was set up into two sets of groups so that thee 
graded into those set up by the Commission from and to Chi 
Milwaukee, the Twin Cities and Duluth, on the one hand 
southwestern territory on the other. On traffic to the teria” 
in the southwest, east of the Neosho (Mo.)-Laredo (Tex) je 
the distances to the groups were made via St. Louis. Dist “ 
to points in the southwest on and west of the NeoshoLan’ 
line were made via Kansas City from another set of ao 
The groups making over St. Louis started with aq Strip _ 
southern Wisconsin, including Beloit, Janesville, etc., at . 
Chicago rate, and progressed to group 9, at the northern enj 
of the state, taking Duluth rates. The intermediate tien 
were differentially rated over Milwaukee and the Twin Cig 
with rates from higher rated territory serving as q marina. 
in such instances as the adjustment otherwise produced highe 
rates from intermediate territory. Some refinements jp that 
general plan were necessary due to the southwestern groupin 
and division of the destination territory on the Neosho-Larei, 
line. The later was set up as a part of the adjustment bet weep 
the southwest and Chicago-Milwaukee. 

J. E. Johanson, publishing agent of the southwestern lines 
expressed the opinion that the adjustment proposed would 
present a great many tariff difficulties and that it would have 
the effect of largely remaking the southwestern groups, }y 
addition to those objections, Mr. Mayer said the carriers jp 
represented could not give their approval to the adjustment jy 
advance of having checked out the exact comparative regylts 
with respect to rates that had been set from Indiana, Ohio, 
and other points, for similar distances. 

The shipper proposals included Iron Mountain and Escanaba 
Mich., in the extreme northern Wisconsin group, but otherwise 
made no changes in the existing groups in the northen 
peninsula of Michigan. 


LIVESTOCK PROPORTIONALS 


The Traffic World Washington Bureay 

An outcome of the war-time Jones’ combination rule resut. 
ing in alleged great injustice to railroads west of the Missis. 
sippi was the subject of arguments in I. and S. No. 3252, live 
stock from points west of the Mississippi River to eastem 
destinations, before a division composed of Commissioners 
Aitchison, Taylor and Porter on May 8. In the schedules under 
suspension the western carriers proposed to establish propor 
tionals to the Mississippi ‘which would be what they would 
have been but for a Sligo rule quirk that forced the westem 
roads to shrink their proportions to a point much lower than 
justice required, when the eastern carriers were allowed, on 
three days’ notice, to cancel their combination rule. 

The thing was so complex that Kenneth F. Burgess, speak 
ing for the western lines, had to use carefully prepared charts 
to illustrate the matter. 

Trouble came in November, 1928, when the Commission 
permitted the eastern carriers to eliminate the combination 
rule. They were given permission to eliminate it at about the 
time they reduced their rates to the level of local and propor 
tional rates from the Mississippi River to the east in accordance 
with the Commission’s decision in the 1926 eastern livestock 
case. 

Burgess said that the western carriers, out of an abundance 
of caution, took part in the eastern case until it was stipulated 
that their rates were not involved. They were not involved, he 
said it was agreed, because, in the National American Livestock 
Association case, of 1925, brought under the Hoch-Smith resoll- 
tion, the Commission found the western rates not violative of 
that legislation. 

However, when the eastern carriers were allowed to elimi: 
nate the combination rule, the rates of the western carrier 
were reduced by the amount of the “shrink” in rates forced 
upon them under the principle or doctrine in the Sligo case. 
The principle in that case is that publication of the rule, in aly 
one of the tariffs used to make up a combination rate, is 4 
holding out to the public that the carrier publishing the rue 
will carry at the combination shrunk in accordance with the 
rule for the subtraction, from the combination, of the increases, 
under General Order No. 28, so that only one increase Will 0 
kept in the combination. 

Approval of the elimination of the rule from the tariffs 0! 
the eastern carriers, given by the Commission after it ha 
ordered lower rates from the Mississippi River to the east, 
without concurrent elimination from the tariffs of the westel 
carriers, left the latter bearing the burden of the shrink. A 
typical shrink forced in that way was from 23.6 cents to 20 
cents. The unshrunken rate was 25 cents. 

The tariffs under suspension would reestablish the old ay 
portional, now stated at 23.5 cents. By doing that they wou 
increase the combination rate from the Missouri River to od 
York from 70 to 81.5 cents and retain for the western aren 
the rates which the Commission, in the National America 
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vestock Association case, said were not violative of the Hoch- 
-" resolution. The proposal would not have any effect on 
- cal rate of the western carriers to the Mississippi. It 
. id continue at 25 cents. Mr. Burgess, to illustrate the rea- 
vi bleness of the proposal of the western carriers, said that 
po the scale used in C. F. A. territory, the rate for the dis- 
=. to which the proposed proportional would apply would 
be 26 cents instead of 23.5 cents. 

Shippers opposed the increase that would result from the 
increased proportional. They want to retain the 78-cent com- 
pination rate. Time for discussing the matter was assigned 
9 T. M. Harahan for the railroads; J. H. Tedrow, Kansas City 
Chamber of Commerce; K. K. Gartner, Independent Slaughterers 
(o.; J. H. Henderson, state of Iowa; H. D. Driscoll, Live Stock 
traffic Association; and Paul Walker, state of Oklahoma. 


EASTERN CLASS RATES 


The Traffic World Washington Burcau 


Although not so intended, there was practically a reopen- 
ing of the eastern class rate case, No. 15879, when, on May 8, 
Commissioner Eastman conducted a hearing intended, originally, 
to be confined to criticisms, by shippers, of the results of the 
traffic study made by the carriers. At the time the carriers, 
in a prior hearing, submitted the figures, shippers hurriedly 
estimated the increase that would be something like $60,000,000. 
Commissioner Eastman ruled that, under a statement made by 
him in 1925, he would have to receive the new testimony at 
this time. 

At the resumed hearing the Delaware & Hudson put in 
original testimony, by Max V. Beckstedt, general freight agent, 
and operating and accounting witnesses, intended to show 
that the branch lines of that road, on account of operating 
conditions, were entitled to the same level of rates which would 
apply to the branches of the New York Central in districts of 
high operating costs and thin traffic density. Testimony of 
a similar character was offered in behalf of the Greenwich & 
Johnsonville, by F. J. Scully, an operating man. He said that 
that road was owned by the Delaware & Hudson but was 
independently operated. 

F. J. Fell, comptroller of the Pennsylvania, chairman of 
the committee of accounting men representing the eastern roads, 
furnished additional testimony, in the form of exhibits which 
Commissioner Eastman and representatives of shippers had 
requested at the earlier hearing. Among the figures presented 
was an exhibit showing that in Illinois Freight Association 
territory, except the Santa Fe, the Chicago & Alton, Chicago & 
Fastern Illinois and the Toledo, Peoria & Western, the carriers, 
under the proposed scale would receive $459,728 of revenue 
from class traffic instead of $392,194 under the present rates. 
Those figures were for twelve representative days. Mr. Fell said 
that he had not received figures from the roads mentioned as 
not being included in the exhibit. 

When shippers began presenting their views as to what 
the proposed Hosmer scale would do to them thousands of 
calculations were laid upon the Commission’s table. All of 
them supported the basic proposition, made by shippers when 
the results of the revenue test was submitted, that the proposed 
scale would add millions to the revenues of the carriers. 


Charles E. Bell, traffic analyst for the Tanners’ Council, for 
instance, submitted figures on four assumptions, as to the num- 
ber of days on which freight could have been shipped in 1925, 
the year used for testing purposes. He used four assumptions 
because of the Sunday and holiday effects on the volume of 
business and made figures on traffic other than New England 
ocean and ocean-and-rail traffic. 


On basis No. 1, 313 days, he showed an increase amounting 
to $44,197,155; on No. 2, 305 days, an increase of $43,067,515; 
on No. 3, 312 days, an increase of $48,061,035; and on No. 4, 
304 days, an increase of $46,828,701. 

__E. A. Brand, for the same interest, testified that the finan- 
cial condition of the tanning interest was not better now, 
if anything, worse, than it was at the time he gave his original 
testimony. 

_ E. C. Knox, testifying for the Rubber Association of Amer- 
Ica, estimated that the rubber industry in Akron, O., alone 
would be called upon to pay $3,000,000 more to the carriers 
under the proposed than under the present rates. The three 
big rubber manufacturers in that city, he estimated, would 
have to pay $1,627,765 on carloads of their goods. The remain- 
der of the $3,000,000, he said, would be contributed by the big 
three on their L. C. L. shipments and on all the traffic of the 
smaller manufacturers. 

George M. Cummins, for the Upper Mississippi River Cities 
Association, contended there was no reason for the addition of 
ee to the rates to and from the northwestern part of 

nois. 

George C. Conn, for the Michigan Manufacturers’ Associa- 
tion, and L. C. Macomber, for the Detroit Board of Trade, 
dealt with the effect the Hosmer proposal would have upon the 
rates and relationships applicable to Michigan industries. 
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J. F. Dougherty, for the Michigan Paper Mills Traffic Asso- 
ciation, said the increase in the rates from Michigan paper mill 
points into C. F. A. territory would tend still more to restrict 
the market of those mills, the increase in the sixth class rate 
being the cause of the trouble. When asked what he proposed 
he said the Commission should leave the C. F. A. class rate 
scale in effect and bring about uniformity in Michigan by abol- 
ishing the zone B rates. 

Under the proposed scale sixth class would be 30 per cent 
of first. In the C. F. A. scale sixth is 28 per cent of first. The 
effect of the proposed scale would be to raise the first class 
rate and then make the sixth class rate a higher percentage 
of that increased first class rate. The present rates, Dougherty 
said, shut the Michigan mills out of trunk line, western trunk 
line and southern territories and that the latest proposal would 
narrow their market in C. F. A. territory. The Michigan paper 
industry, he admitted, had grown, but, he said, on account of 
increase in Michigan business rather than by increase in the 
market area. 

Benjamin S. Thomas, general traffic manager of the Stand- 
ard Sanitary Manufacturing Company, said that the proposed 
scale would add 24.1 per cent to that company’s freight bill. 
That bill, on shipments from Pittsburgh and New Brighton, 
Pa., Baltimore, Md., Louisville, Ind., Tiffin, O., and Kokomo, 
Ind., on shipments made in 1928, was $1,370,088. Under the 
proposed scale, his figures showed the bill would have been 
$1,707,215. 


HOCH-SMITH PETROLEUM 


The Trafic World Washington Burcaw 

As the arguments on No. 17000, part 4, Hoch-Smith petro- 
leum, progressed toward the close on May 3 (see Traffic World, 
May 4) the appearance of a contest between the petroleum 
industry and the railroads in the mid-continent field on the one 
hand, and the petroleum industry and railroads in the rest of 
the country, on the other, was emphasized. At the beginning 
of the last day W. N. McGehee and M. G. Roberts, the former 
for the southern railroads and the latter for the southwestern, 
brought the dividing line into sharp relief. McGehee bluntly 
asserted that the rates of the southwestern lines were so low 
that they should be raised. 

“The southwestern lines maintain these low rates to St. 
Louis and Chicago because they must do so to keep their cus- 
tomers in business,” said Mr. Roberts. “They must maintain 
the rates they have to preserve their traffic from the mid- 
continent refineries, in competition with the refineries using 
pipe lines to get their crude. Thus far we have been success- 
ful in the sense that we have kept our refiners from moving 
out of our territory to points where they could get their crude 
by pipe line and refine it near the big centers of consumption.”’ 

“Who’s hollering?” asked Mr. Roberts, dropping into the 
vernacular. ‘‘The eastern refiners who want to keep the mid- 
continent refiners out of the territory east of the Mississippi, 
the territory of heavy consumption and low production of crude.. 
The Roxana (with a refinery in Illinois practically in the St. 
Louis district) would like to see a rate of 80 cents to Chicago 
instead of the 36-cent rate we maintain, although the Commis- 
sion authorizes us to make a rate of 38.5 cents to that point.’” 

Mr. McGehee asserted that the scale proposed by the ex- 
aminers for use in the southern territory was the lowest ever 
recommended or prescribed except a casinghead gasoline rate 
from the mid-continent field to Brunswick, Ga. He said that 
that rate was prescribed without the southern carriers having 
had an opportunity to be heard but that it had been reopened 
so as to give them an opportunity to be heard. The Georgia 
Commission, he said, proposed lower rates but never prescribed 
them. 

The Standard Oil Co., he asserted, was showing great con- 
cern over the revenues of the carriers and suggesting low rates 
on short hauls so as to preserve the traffic to the railroads that 
was now going to the trucks. 

“It’s not fooling any one,” asserted Mr. McGehee. “It’s in- 
terested in the long hauls and it knows when it has got low rates 
for short hauls, it will get them graded for long hauls and much 
of our revenue. The whole trouble is caused by the low rates of 
the southwestern lines which have been extended into C. F. A. 
territory by the decision in the Mid-continent case. 

“Tf this Commission follows the rule it has deduced from 
the Hoch-Smith resolution, giving products of agriculture the 
lowest possible lawful rates, where is it going to get the revenue 
to make up the losses if it does not put higher rates on com- 
modities that can stand them? The Standard said at the hear- 
ing that it would point out the commodities wh‘ch could be 
made to bear higher rates but thus far it has not done so. Oil 
can stand higher rates. There is not one word in this record 
that warrants a reduction in the rates in the south, from which 
not one penny would go to the ultimate consumer, but many 
warranting increases. Rates equal to 32 per cent of first class 
would be needed in the south to protect our revenue. These 
men are not only seeking reduction but reparation back to 
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1924. If what has been done under the Hoch-Smith resolution 
and the issuance of writs of mandamus in the Montgomery and 
Nashville grain cases are sound law, then an adverse decision 
in this case would throw many southern carriers into receiver- 
ship.” 

Henry Thurtell, speaking for the Seaboard Air Line and 
other southern carriers, said the proposed report, if adopted, 
would take more than $3,000,000 from the southern carriers. 
E. D. Mohr, for the L. & N., and E. A. Smith, for the Illinois 
Central, argued for the preservation of the existing adjustment 
so as to permit the lines from New Orleans to continue to 
compete with lines serving south Atlantic ports and the south- 
western lines. 

A. C. Harvey, for the Pure Oil Company, said that the Ap- 
palachian wells were of high economic value and that if the 
rates from the mid-continent were reduced the tendency would 
be to shut down the Appalachian wells. He said that if the 
proposals of the examiners were adopted, there should be cor- 
responding reductions in the eastern rates. 

J. R. Van Slyke, Roxana Petroleum Corporation, said that 
the Indiana State Chamber of Commerce and Mid-continent Oil 
cases should not be used as a basis for a readjustment of rates 
to C. F. A. and trunk line territories. J. R. Dorwin, for the 
Indian Refining Company, in effect, urged the reversal of the 
Indiana State Chamber of Commerce case and the application 
of the southern scale from Lawrenceville, Ill, not merely to 
Kentucky points but to other points in the south as well. 

T. M. Woodward, for Appalachian refiners, said the pro- 
posals of the examiners were in negation of the conservation 
policy of the government and would tend to dry up the Ap- 
palachian field. He said that the case should be held up until 
the eastern class rate case was disposed of so that a proper 
relationship of rates from the west to the east might be es- 
tablished. 

Willis Crane, for the National Petroleum Association, ad- 
vocated lower rates in official classification territory for petro- 
leum, pointing out that fifth class rating was established in 
1887 to cover kerosene in box cars, sixth being accorded to 
kerosene in tank cars. He said that sixth class would more 
nearly represent what should be accorded to petroleum. 

W. R. Cook, for the New England Pulp and Paper Associ- 
ation, urged that fuel oil rates be made the same in both zones 
in New England. He contended that, by comparison with rates 
on coal, fuel oil rates were too high. 

In closing the argument in the Hoch-Smith petroleum case 
James F. Lawrence claimed that the situation in the oil industry 
now was the same as it was in 1911 when the Supreme Court 
of the United States dissolved the Standard Oil combination. He 
said there were no rebates now as then, forcing those outside 
of the combination into it or out of business, but that the 
preference for the big refiners came from the pipe line trans- 
portation, which, he said, was as much under the control of the 
Commission as was that furnished by the railroads. Proof 
that the pipe line transportation was not so much cheaper than 
rail transportation offered by him, he said, was not admitted 
to the record. He said that the question was one of relation- 
ship of rates and an effort on the part of the big refiners to 
keep the mid-continent refiners out of the areas of big con- 
sumption of petroleum products. 

Rebuttal arguments by E. M. Hinkle, Ed. P. Byars and 
Luther M. Walter covered, to a large extent, the questions of 
differential relationships. Mr. Walter asserted that the southern 
rates, especially from south Atlantic ports, were so high as to 
be unconscionable. He also contended that the reductions from 
the mid-continent into the south would be greater than those 
within the south. 

Arguments were made in behalf of railroads by Guernsey 
Orcutt, L. H. Strasser and D. P. Connell for the C. F. A. lines; 
C. M. Spence for the Texas & Pacific and other Texas lines; 
A. H. Elder for the eastern trunk lines, and James Garfield 
fo the New England lines. Mr. Strasser contended that the 
carriers should carry a rate of 38.5 to Chicago instead of the 
36-cent rate they maintained. He contended that the south- 
western lines were not obliged, as M. G. Roberts of the Frisco 
asserted, to maintain the 36-cent rate for the benefit of their 
customers. He derided the Roberts contention that it was a 
question of keeping refineries on the rails of the southwestern 
carriers, asserting that refiners put their plants where they 
desired, regardless of the southwestern lines-pipe line competi- 
tion. Messrs. Orcutt and Connell argued against the extension 
of the group 3 to Chicago rate into C. F. A. territory against 
the protest of the C. F. A. lines. 

Mr. Elder asserted that the decisions of the Commission in 
the Indiana State Chamber of Commerce and Mid-continent 
cases were erroneous and that the effect of those cases should 
not be extended farther east. The Commission, he said, should 
first determine whether petroleum was bearing a fair share of 
its transportation burden. It was his belief, he said, that refined 
petroleum could bear higher rates better than any other com- 
modity. Rate increases resulting in higher prices on gasoline, 
he suggested, would tend to the conservation of petroleum 
reserves. 
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Mr. Garfield urged the Commission to raise 
in New England from 90 per cent of fifth class to full 
class. He also urged that the New England lines be seni 
to apply their local rates on fuel oil. Disparity in rajj rat tted 
coal and fuel oil, he said, was not the cause of coa] deler 2 > 
rather than fuel oil. The cost of fuel oil and not freight at 
on it caused coal to be preferred, said he. Tates 


N. Y. C. UNIFICATION 


The Federal Valley Railroad Company, one of the Short lines 
the Commission said in its decision in Finance Nos. 5¢gg _ 
5690, unification of New York Central system, was poe 
apportionable to that system, has filed a reply in Opposition A 
the supplemental petition of the New York Central asking for 
entry of a final order approving the unification. ” 

The Federal Valley says it has agreed to arbitrate the com 
mercial value of its property, but that the third arbitrator rad 
not been selected, and that, therefore, the New York Centra] 
has not yet made an offer for the property in compliance With 
the condition imposed in the Commission’s order. 

“The Commission wisely provided that the condition thus 
imposed should be complied with before the entry of an order 
approving the New York Central’s proposed unification” says 
the Federal Valley. : 

The position taken by the Federal Valley, in effect, is that 
a final order should not be entered until there has been a fing 
determination of what is to be paid for its property, and ap 
offer made by the New York Central on that basis. 

The Fonda, Johnstown & Gloversville, another of the short 
lines involved, in its reply, contends that the New Yrok Central 
has not made a bona fide offer for the Fonda property as re. 
quired by the Commission’s decision which, it says further, did 
not contemplate the making of sham offers, which, it asserts 
the New York Central made to two of the intervening short 
lines. Reference is made to the petition of the Fonda for re. 
opening of the case with respect to inclusion of its electric as 
well as its steam lines and it is urged that, pending such re. 
opening, the petition of the New York Central be denied. 

Opposition to the New York Central’s petition also has been 
voiced by the protective committee of stockholders of the Cleve. 
land, Cincinnati, Chicago & St. Louis, which renews objections 
to the terms and conditions of the proposed lease of the Big 
Four to the applicant. 


petroleum rates 


ISSUES IN DIVISION CASE 


At the conclusion May 3 of the hearing in docket 15234, in 
the matter of divisions of freight rates in Western and Moun- 
tain-Pacific territories (further hearing to the extent that so- 
called transcontinental and trans-Missouri divisions are con- 
cerned (see Traffic World, May 4), held at Chicago before 
Examiner Disque, it was, by agreement, understood that ex 
hibits on the transcontinental phase of the case would be 
exchanged about September 1, and on the trans-Missouri phase 
about October 1, with the idea that both aspects of the case 
would be set for hearing in October. The trans-Missouri divi- 
sions are to be considered in a hearing as shortly after that 
for the other part of the case as proves practicable. 

At the afternoon session some changes were made in the 
issues to be included. The committee appointed to define the 
trans-Missouri territory, for the purpose of the proceeding, de 
cided that, roughly, it should include Montana, Wyoming, Colo- 
rado, New Mexico, Kansas and Nebraska. Western Minnesota, 
North Dakota and South Dakota were left out. It was explained 
that the divisions on most of the traffic to that territory made 
on St. Paul and that it was the desire not to encumber the 
record with collateral or subsidiary matters more than was 
necessary. With respect to the inclusion of Montana, it was 
pointed out that traffic to and from there was both over the 
Missouri River crossings and St. Paul and should be included 
because of the competitive feature. 

The committee described Western Trunk Line territory, 
east of the Missouri River, as comprised of Illinois, Wisconsin, 
the upper peninsula of Michigan, Iowa, and Missouri, on and 
north of the Rock Island from St. Louis to Kansas City. 

At the morning session it has been tentatively decided that 
traffic between the eastern termini of the western roads and 
trans-Missouri territory which broke over St. Louis and east 
St. Louis would be included, but it was later decided to exclude 
that. Representatives of the C. & E. I. had asked that it be 
included. They were instructed by Examiner Disque to make 
their request, in detail, to the Commission. 

Similar disposition was made of a request of representa 
tives of the Western Pacific that subdivisions west of Salt Lake 
be considered in the transcontinental part of the case. 


FINAL VALUATIONS 


Valuation No. 961, Kansas City Terminal Railway Co., opinion 
No. B-727, 25 Val. Rep., 82-141, final value for rate-making purposes 
of property owned and used for common-carrier purposes found to 
be $38,323,000, of property owned but not used, $9,066, and of property 
useqd but not owned, $147,222, as of June 30, 1916. 
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Loss and Damage Decisions 
Cases Recently Decided by State and Federal Courts 


(Digests taken from Reporters and Digests of National Reporter 
System, published by West Publishing Co., St. Paul, Minn. 
Copyright, 1928, by West Publishing Co.) 





LOSS OF OR INJURY TO GOODS 


(Supreme Court of New Jersey.) In the absence of special 
contract to the contrary, a common carrier is liable for all 
losses Of goods received for carriage not caused by act of God, 
public enemy, or shipper from which it cannot be exonerated 
by showing want of negligence.—Kassel Poultry Co., Inc., vs. 
pennsylvania R. Co., 145 Atl. Rep. 316. 

That shipper of turkeys accompanied shipment and placed 
own locks on door of car, and that carrier used high degree of 
care in protecting shipment from theft, does not relieve carrier 
from liability for loss of goods by theft not shown to be caused 
by act or default of shipper or agent.—lIbid. 

(Supreme Court of Alabama.) Where shipment was inter- 
state, the question of amount of damages for which carrier was 
liable in action for non-delivery of shipment was controlled by 
federal statutes and decisions.—Nashville, C. & St. L. Ry. vs. 
W. L. Halsey Grocery Co., 121 So. Rep. 16. 

In action by consignee against carrier for nen-delivery of 
shipment, consignee’s witness’ admission that he could order 
cigarettes from manufacturer at point of shipment at true in- 
voice price of $57.60 per case did not justify exclusion of his 
evidence that market value at point of destination was $64 
per case of cigarettes, and court properly overruled motion to 
exclude.—Ibid. 

Where invoice price of cigarettes at point of shipment was 
$57.60 per case, consignee held entitled to $64 per case, the 
market value at destination, for non-delivery of shipment, under 
Cummins amendment (49 USCA, sec. 20).—Ibid. 


DELAY IN TRANSPORTATION OR DELIVERY 


(Commission of Appeals of Texas, Section A.) Under Rev. 
St. 1925, art. 905, each of connecting carriers covering shipment 
becomes party to through bill of lading issued in connection 
therewith—Conn. et al. vs. Texas & N. O. Ry. Co. et al., 14 S. W. 
Rep. (2d) 1004. 

Under Rev. St. 1925, art. 905, making each connecting car- 
rier the agent of the others, information acquired by agent of 
terminal carrier while acting within scope of his authority be- 
came the knowledge of each and all of such carriers.—Ibid. 

Knowledge acquired by agent in immediate connection with 
collection of freight charges relative to special circumstances 
consisting of necessitous condition of cattle for whose feeding 
goods were designed became by imputation of law the knowledge 
of connecting carriers.—Ibid. 

In case of carrier’s negligence proximately causing special 
damages occurring after carrier’s agent acquired knowledge 
of special circumstances consisting of necessitous condition of 
= for whose feeding goods were designed, carrier is liable. 
—Ibid. 

Carrier is immune to liability for special damages as result 
of negligence transpiring before notice of special circumstances, 
in that it could not at time of negligent act or omission foresee 
the effect.—Ibid. * 

In formation of special circumstances in order to create 

liability of carrier for special damages need not necessarily be 
given to agent having jurisdiction of the matter of delivery, 
since, in case agent receives information while duly represent- 
ing principal in particular matter, that information immediately 
becomes knowledge of his principal whose conduct, from that 
moment, becomes affected by such knowledge.—lIbid. 
Evidence in action against railroad held sufficient to raise 
inference of negligence in failing to deliver cottonseed meal 
and hulls for a period of 14 days after notice to agent of neces- 
sitous condition of cattle for whose feeding the goods were 
designed.—Ibid. 


Miscellaneous Decisions 
Traffic Cases Recently Decided by State and Federal Courts 


(Digests taken from Reporters and Digests of National Reporter 
System, published by West Publishing Co., St. Paul, Minn. 
Copyright, 1928, by West Publishing Co.) 





REGULATION OF COMMON CARRIERS 


(Supreme Judicial Court of Maine.) Not every discrimi- 
Natory preference and prejudice in connection with operation 
4 Spur track is declared illegal by interstate commerce act 
eb. 4, 1887, sec. 3, as amended (49 USCA, sec. 3), but only 
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those that are undue and unreasonable.—Willband vs. Knox 
County Grain Co., 145 Atl. Rep. 405. 

(Supreme Court of New Jersey.) Where it was ascertained, 
after consignees of freight accepted merchandise and paid full 
amount of transportation charges, then stated to be due, and 
signed delivery receipts, that amount paid was less than schedule 
of rates established and posted with Interstate Commerce Com- 
mission, nonsuit of action by carrier to recover small balances 
due, based upon act Cong. Feb. 4, 1887 (24 Stat. 379), known 
as interstate commerce act, and its amendments, held error 
where shipment was interstate, the act prohibiting departure 
from tariff rates filed—West Jersey & S. S. R. Co. vs. Lake 
& Risley Co., 145 Atl. Rep. 336. 

Questions involving the interstate commerce act (24 Stat. 
379) are controlled by federal court decisions.—Ibid. 

(Supreme Court of Washington.) “Common carrier” is one 
whose occupation is transportation of persons or things from 
place to place for hire and reward, and who holds himself out 
to world as ready and willing to serve public indifferently in 
particular line or department in which he is engaged.—Inde- 
pendent Truck Co. vs. Wright et al., 275 Pac. Rep. 726. 

Truck owners operating four trucks with trailers daily be- 
tween fixed termini, and maintaining depots, issuing bills of 
lading, keeping record of freight carried on each trip, rendering 
monthly statements to their customers, and maintaining prac- 
tically uniform rates for various classes of freight they carried, 
and having 60 or 70 patrons along route, were engaged in 
business as common carriers, to detriment of plaintiff having 
certificate of convenience and necessity.—Ibid. 

Common carrier of freight over highway, having certificate 
of public convenience and necessity under Laws 1927, p. 179, 
held entitled to enjoin truck owners, who were unlawfully en- 
gaged in business as common carriers, from carrying freight, 
over plaintiff’s route to detriment of plaintiff.—Ibid. 

In suit by common carrier of freight over highway, having 
certificate of convenience and necessity, decree enjoining de- 
fendants from operating trucks for transportation of freight 
in competition with plaintiff should have excepted from its 
operation casual hauling of freight upon special independent 
contracts.—Ibid. 

(Supreme Court of Georgia.) The Georgia Public Service 
Commission succeeding, in virtue of the act of 1922 (Ga. L. 
1922, p. 143), to the powers and authority of the Railroad Com- 
mission of Georgia, has not jurisdiction, under the provisions 
of sections 5 and 6 of the act of 1907 (G. L. 1907, p. 72), to 
regulate and control the business of common carriers other 
than classes of common carrier corporations specifically men- 
tioned in those sections, and the powers so conferred do not 
extend to regulation of persons operating motor busses on the 
highways of the state-——Estes et al. vs. Perry et al., 147 S. E. 
Rep. 370. 

(Supreme Court of Appeals of Virginia.) Notwithstanding 
motor vehicle act, sec. 2 (Code 1924, sec. 4097b; Acts 1923, 
p. 195, as amended by Acts 1924, p. 330, and Acts 1926, p. 920), 
making every motor vehicle carrier for compensation a common 
carrier, transportation company and public service corporation, 
and as such subject to control, supervision, and regulation by 
state corporation commission, section 5 (2) authorizing commis- 
sion to grant certificate to applicants holding themselves out 
for private employment only, for transportation of specific loads, 
but not operating on regular schedule, held not violative of 
Const. U. S. Amend. 14, as taking private property for public 
uses without just compensation and without due process of 
law, since it definitely fixes applicant’s status as private carrier, 
as against contention that statute converts private carrier into 
a common carrier without his consent.—Savage vs. Common- 
wealth, 147 S. E. Rep. 262. 

State has power to regulate traffic on the highways even 
to extent of prohibiting use of highways as the chief situs for 
conduct of private business, subject always to constitutional 
rights.—Ibid. 

No legislative act should be construed as intended to deny 
constitutional rights unless such a conclusion is unavoidable.— 
Ibid. 

The General Assembly is presumed to know that it cannot 
legally violate Constitution of the United States by requiring 
private carriers of freight to become common carriers against 
their will.—lIbid. 


Shipping Decisions 


Cases Recently Decided by State and Federal Courts 


(Digests taken from Reporters and Digests of National Reporter 
Syecem, ublished by West Publishing Co., St. Paul, Minn. 
opyright, 19828, by West Publishing Co.) 





(Circuit Court of Appeals, Fifth Circuit.) When vessel 
arrived at place designated by government for anchorage at 
port of destination, she arrived at port for purpose of giving 
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square feet. There is railroad stor- + 
age for over 500 cars. Tracks ex- 
tend the entire length of all piers. 
The 25-acre yard adjacent to the 
piers is devoted to the storage and 


distribution of lumber. 


MERCHANTS WAREHOUSE CO. 


Snowden Henry, Superintendent 
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0 Eleven mammoth warehouses, con- 

ret! veniently located throughout the 

so city, provide over 1,300,000 square 

yall feet of excellent storage space. Each 
property is served by P.R. R. sid- 
ings. The Merchants Warehouse 
Company are the largest operators 

ry of warehouses in Philadelphia and 


are equipped to furnish all kinds of 
service incident to the handling of 
package freight on L. C. L. ship- 
ments. Liberal cash advances may 
be had on stored goods. Insurance 
rates are low. 
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At Norfolk, Va.— 


NORFOLK TIDEWATER TERMINALS 
J. A. Moore, Manager 

















At this great terminal property there 
is every modern device for the rapid 
and economical handling of cargoes. 
There are three piers each 1300 feet 
long and four open-bulkhead berths. 
Eight warehouses provide 2,200,000 
square feet of floor space. They are 
served by depressed tracks and con- 
crete drives. The receiving, deliver- 
ing and classification yards have a 


capacity of 4000 cars. The prop- 
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trunk line railroads. 







At Chicago— 






Richard D. Jones, Western Traffic Manager 
1646 Transportation Building 
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notice of readiness to discharge cargo, and notice given at that 
time was therefore not premature, under charter providing that 
lay days for loading and discharging cargo should commence 
from the time the captain reported the vessel ready for dis- 
charge.—Thomas Bell & Co., Limited, et al. vs. Stewart et al., 
31 Fed. Rep. (2d) 44. 

Terms of charter party determined proper person to receive 
notice of arrival and readiness to discharge cargo, as between 
owner and charterer, and as between them charter party con- 
trols bill of lading, when there is a conflict.—Ibid. 

Where bills of lading required notice of vessel’s arrival 
and readiness to discharge eargo to be given to consignee and 
another, while notice to consignee alone was required under 
charter party, notice to consignee alone, where not premature, 
was sufficient, and started running of lay days for discharging 
cargo from time of its service; additional requirement of bills 
of lading for report to third party being applicable only after 
vessel reached harbor and docked there.—Ibid. 

Where charter party provided for damages to owner of 
vessel for detention by fault of charterer, and provided for dis- 
charge of vessel at such dock as charterers may designate, 
charterer was under duty to designate place of discharge on 
notice of arrival and readiness to discharge from master of 
vessel, and his failure to do so justified imposition by ship- 
owners of demurrage for delay.—Ibid. 

Under charter party requiring that vessel load and dis- 
charge at such dock as charterers may designate, consignee of 
cargo was required, in addition to duty of designating place of 
discharge, to secure permit from harbor master for ship to 
proceed from place of anchorage to dock.—Ibid. 

Blocking of harbor by sinking of steamship held not to 
preclude owners of another vessel from imposing demurrage 
for delay under charter party, excepting “accidents of naviga- 
tion,” where the delay in discharging the cargo was due, not 
to the blocking of the harbor, but to the default of the con- 
signee in failing promptly to secure permit from harbor master 
or to designate berth for vessel’s discharge, and where delay 
continued after harbor was cleared.—Ibid. 

In determining amount of assessment for demurrage, Sun- 
days and holidays, occurring after expiration of lay days, are 
to be considered, unless excluded by the charter party.—Ibid. 

(District Court, D. Massachusetts.) In proceeding by own- 
ers of ship destroyed by fire for limitation of liability, under 
46 USCA, secs. 183-185, owners held not guilty of negligence 
resulting from failure to provide seaworthy vessel under sec- 
tion 516, there being no requirement that they provide vessel 
of fireproof construction or adopt all latest appliances or best 
safety devices, since equipment and appliances need only be 
reasonably safe; “seaworthiness” meaning efficiency in ma- 
terials, construction, equipment, officers, men and outfit—The 
Commonwealth, 31 Fed. Rep. (2d) 142. 

As regards limitation of liability, under 46 USCA, secs. 183- 
185, of owners of fishing schooner which was destroyed by fire, 
their failure to adopt precautionary means not reasonably to 
be expected in fishing schooners eannot be said to be action- 
able negligence.—Ibid. 

In proceeding by owners of fishing schooner, which was 
destroyed by fire, for limitation of liability, under 46 USCA, 
—e burden of showing negligence rests on claimants. 

Where no negligence is shown on part of owners of vessel 
destroyed by fire, question of limitation of liability under 46 
USCA, secs. 183-185, becomes of no importance.—Ibid. 


RATES ON SWEET POTATOES 


Rates on sweet potatoes from points in western Tennessee 
and Kentucky to Chicago constitute the matter at issue in 
docket 21294, Thomas S. Smith and Company and others against 
the C. and A. and others, hearing in which was held at Chicago, 
before Examiner Smith, May 7. Portions of fourth section ap- 
plications Nos. 2045, 1952, 2138 and others were joined with 
the formal complaint. 

The rate testimony for the complainants was presented by 
John Andrew Ronan. It was intended to establish that the 
rates were unreasonable and unduly preferential of complain- 
ant’s competitors, and that violations of the fourth section 
existed in that they exceeded the aggregate of intermediate 
local rates based on Paducah, Ky., and were higher than rates 
contemporaneously maintained from more distant points, to 
which the complainant origins were intermediate. He asked 
that rates be made on the basis of 271% per cent of first class. 
That would, in general, involve a reduction of about 12 cents 
a hundred pounds, he said. The existing rates from Kentucky 
points range from 41 to 50 cents, and from the Tennessee points, 
from 60 to 60 cents. 

F. A. Burke, of the N. C. & St. L., explained that the ex- 
istence of lower combinations on Paducah, from points on his 
line, than applied from the origins to Chicago had been cor- 
rected January 15, and that his line proposed to refund such 
overcharges as there had been as the result of that situation. 
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Prior to that date, he said, lower rates applied from Doj 
on his line east of Nashville, Tenn., than from the origins | 
question. He held that they were protected by fourth ha 
orders, but said that on January 15 they had been ideeeeen 
to not less than the rates from points west of Nashville > 
defense of the reasonableness of the rates, he said the exlstins 
rates, subject to the percentage increases and decreases },: 
been suspended by the Commission and allowed, after a hear 
in 1917, in I. and S. 820. . Ug 
Under the fourth section applications, relief wag sough 
only in the event the Commission should change the exleting 
rates, it was explained. In that event, the same relief a 
requested as applied in connection with the class rates vn 
scribed in the southeastern class rate case. , 


FUEL OIL REPARATION 


Reparation on shipments of fuel oil from Blackwell Okla 
to Clinton, Ia., which moved in the period from July 30, 197; 
to August 20, 1928, is sought by the complainant in docket 2191; 
Interstate Power Company against the A. T. & S. F. and othey 
hearing in which was held at Chicago, before Examiner Smit} 
May 9. 

W. C. Van Allen, representing the complainant, testified tha 
37 tank cars of oil were shipped from Blackwell to the Inter. 
state Power Company between July 30, 1927, and February 23 
1928. A rate of 30.5 cents was charged. Contemporaneously, ; 
rate of 28 cents was applicable to Savannah, IIl., to which (ip. 
ton is intermediate. In the period from March 3, 1928, to Augus 
20, 1928, during which time a rate of 30.5 cents applied to 
Clinton and a rate of 29 cents to Savannah, 33 carloads of oil 
were received by the complainant. Reparation to the basis of 
28 cents is sought on the first group of shipments, and to 9 
cents on the second group. The amount involved was said to 
be $898.61. Complainant contends that the rates charged were 
unreasonable in violation of section one of the interstate com. 
merce act; also, that they violated the long-and-short-haul clause 
of section 4. 

O. H. Timm, commerce assistant, C. M. St. P. & P., said 
that the 30.5-cent rate charged was prescribed by the Comnis. 
sion in the mid-continent oil cases of 1925 and presented detailed 
testimony in support of its reasonableness. On petition of vari- 
ous parties, that case was reopened with respect to rates east 
of the Mississippi River, he said, but the rates to the territory 
west of the river were allowed to go into effect, under fourth 
section protection. In August, 1928, the group adjustment was 
voluntarily restored, making the rates west of the river no 
higher than those east, according to his testimony. That was 
a part of the general readjustment hinging on the maintenance 
of a 36 cent rate at Chicago, due to pipe line competition, 
although the Commission had set 38.5 cents as a reasonable 
maximum rate to there, he said. 


RAIL USE OF BOATS 
A suggestion that the public would be benefited if rail 
roads were permitted to supplement their services by boats 
where needed is made in the Security Owner, published by the 


National 
Securities. 

“Most of our legislation with reference to the relations 
between railroads and water carriers has been enacted on the 
theory that railroads should not be permitted to have anything 
to do with the operation of boats in coastwise service and on 
the rivers and the lakes,” it is stated. “Though there are and 
have been some exceptions, regulatory measures have usually 
been directed toward divorcing rail and water transportation. 
Much may be said for the integration of the different agencies 
devoted to transportation. If the railroads were permitted to 
supplement their services by boats where needed, by busses 
on certain highways, and by airplanes in certain types of pas 
senger and express service, it is quite likely that the public 
would find more satisfactory, if not less expensive, facilities 
at its disposal. Consolidation of railroads into comprehensive 
and well balanced systems in itself is well and good, but this 
integration might be carried in important instances beyond the 
mere grouping of steam railroads and might be made to include 
barge lines, coastwise steamers, busses and airplanes. What 
the American people are entitled to is the best possible trans 
portation created and made available at the least expense. 
Competition between rail and water carriers artificially fostered 
by legislation and made possible through subsidies levied upon 
the taxpayers results in waste, in retarding improvements I 
service, in unnecessary burdens to the taxpayers, and in wr 
foreseen and uncalled for losses to investors.” 


Association of Owners of Railroad and Utilities 


AITCHISON’S ADDRESS 
The recent address made by Commissioner Aitchison # 
Princeton University on the organization and manner of Wo 
of the Commission is to be printed as a public document 0 
motion of Senator Couzens, chairman of the Senate interstate 
commerce committee. 
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THE TRAFFIC WORLD 


Freight Tariffs 


Seventh of a Series of Twenty-Six Articles on This Subject, Written for The Traffic World by 
G. Lloyd Wilson, Ph.D., Professor of Commerce and Transportation, 
University of Pennsylvania 


Agency Tariffs 


The great variety of freight tariffs naming rates, rules, 
and regulations applicable in connection with the transpor- 
tation of freight between points in the United States may 
be classified in a number of different way for comparison 
and analysis. These methods of classification include: 


1. The publishing media, whether carrier or agency. 

9, The data contained in the tariffs, whether rates, rules, 
regulations, bases for rates, or other data. 

8 The size of the tariffs, single sheet, pamphlet or book. 

4, The type of tariff, whether bound or loose-leaf. 


Tariff Publishing Organizations 


The rules and regulations of the Commission and the 
provisions of the interstate commerce act pertaining to 
tariff publication, posting, and filing apply to all types of 
tariffs whether issued by the carriers acting as individuals 
or jointly by carriers or duly constituted tariff publishing 
agents. : 

Local or joint tariffs may be published by the freight 
tariff bureaus of individual carriers applicable to traffic to, 
from, or between points on their lines or subsidiary lines 
through one tariff bureau functioning for the parent or 
controlling lines. 

Joint tariffs are published by the joint action and con- 
currence of two or more carriers through their freight 
tariff bureaus. 

Joint tariffs are published by the tariff bureaus of 
territorial freight traffic associations, such as the New 
England Freight Traffic Association, the Central Freight 
Association, the Southwestern Lines Tariff Bureau, and 
other associations of this type. 

Joint tariffs are issued by tariff publishing agents, func- 
tioning for a number of carriers in different sections of 
the country, applicable to traffic moving via designated 
gateways, such as the publications of the Louisville Freight 
Bureau, the New Orleans Freight Bureau, and others of 
this type. 

Joint agency tariffs are published by the tariff bureaus 
of two or more freight traffic associations naming rates to, 
irom, or between several of these great traffic territories. 
Issues of this type include the joint publications of the 
New England, Trunk Line, and Central Freight Associaa- 
ton tariff bureaus. 

Joint agents’ tariffs are issued by the joint action of 
two or more tariff publishing agents, each representing 
carriers in several different traffic territories, naming rates, 
rules, or regulations applicable to traffic moving via several 
different gateways or territories. 


Types of Agency Tariffs 


Agency tariffs include a great variety of issues in- 
duding among others the following principal groups: 1. 
The classifications ; 2. The major territorial agency tariffs ; 
- The minor territorial agency tariffs; 4. The joint major 
territorial agency tariffs; 5. The joint minor territorial 
agency tariffs; 6. The gateway agent’s tariffs; 7. The 
agency territorial directories; 8. The agency rate basing 
tariffs; 9. The agency equipment tariffs; 10. The agency 
special, terminal and miscellaneous services tariffs. 


Freight Association Tariff Bureaus 
The tariff bureaus of freight associations and of tariff 


publishing agencies are similar, in many respects, to the 
tariff bureaus of individual railroads. The railroads hold- 
ing membership in the associations contribute pro-rata 
shares to the support of the freight associations. The 
salaries and expenses of the officers and employes of the 
associations and their bureaus are paid out of the funds 
contributed by the carriers. The expenses of maintaining 
the tariff bureaus of the freight associations are borne in 
this way. 

The tariff publishing agents are responsible to the 
chairman of the associations and the latter to the member 
lines through the executive committees. The rate data for 
publishing come to the tariff publishing agents through the 
standing, general and special rate committee—after approval 
by the carriers—through the chairmen of the associations. 
The rates are compiled, powers of attorney and concurrences 
are obtained from participating carriers, the printing is 
arranged for, the tariffs are checked and published, and 
the tariffs are distributed in the same manner as by the 
tariff bureaus of individual railroads. 

The required tariffs are sent to each member line, and 
the cost of the tariffs is distributed according to the agree- 
ments obtaining among the member carriers. Tariffs are 
sent to shippers and consignees who request them, if the 
requests are approved by the member roads. 

The size and expense of the large agency makes difficult 
the problem of distribution. The mailing lists of the 
agencies are carefully checked to avoid wasteful distribu- 
tion. Requests for tariffs in which all roads approve are 
usually filled and the expense of these tariffs is divided 
among the carriers. Individual carriers may request tariff 
to be sent to those whom they wish to receive them if the 
carriers are willing to assume the full expense. The dis- 
tribution of tariffs and supplements not needed by those 
receiving them is a great waste which shippers and carriers 
alike should seek to eliminate. Only vitally needed tariffs 
or supplements should be requested by shippers, for, in- 
directly, those who pay freight charges ultimately bear the 
burden of tariff publication and distribution expense. 

Figure No. 1 is a typical diagram of an agency tariff 
bureau organization similar to many found in tariff pub- 
lishing agencies of freight traffic associations in various 
territories of the United States. 





Rules Governing Joint Tariff Agents 


The rules of the tariff circular of the Interstate Com- 
merce Commission provide that an agent and attorney for 
certain carriers may join with another attorney and agent 
for carriers in another territory in the issuance of tariffs 
naming joint rates applicable in connection with traffic to, 
from, or between points in one territory and those in other 
territories represented by other joint agents. 

Joint agency tariffs may be published without either of 
the agents having powers of attorney or concurrences by 
all of the carriers to the tariffs usually required by the 
rules of the Commission’s tariff circular. Each carrier must 
be shown as participating in the tariffs under authority to 
one or the other of the agents collaborating in the issuance 
of the tariffs.1 Each agent acts, in cases where tariffs 
are published jointly by several agents, for the carriers 
that have given him a power of attorney to publish tariffs 
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for them.? He also acts tor and only for the carriers that that 
have given the proper forms of concurrences to the carriers 
issuing their powers of attorney to the agent. 

Joint tariffs issued by joint agents bear I. C. C. numbers 
under the serial numbers of each of the agents. Each agent 
must file the tariffs and each supplement as it is issued “for 
and on behalf of” the carriers that have given him their power 
of attorney. Thus, the issues of the Transcontinental Freight 
Bureaus are filed under the I. C. C. number series of the agents 
of the Transcontinental Freight Bureau, the New England 
Freight Association, the Trunk Line Freight Traffic Association, 
and the Central Freight Association. The joint agents, in filing 
joint tariffs of this kind for the carriers for which they are 
attorneys and agents, also file for the roads that are partici- 
pating carriers under concurrences given to the carriers for 
which they are attorneys and agents, just as if the tariffs were 
the individual publications of these agents on behalf of those 
carriers alone. 

The joint tariffs filed by one agent are not complete pub- 
lications properly authorized by all of the carriers named in 
the tariffs. They are complements of the tariffs filed by the 


ORGANIZATION CHART 
OF A TYPICAL 
AGENCY TARIFF BUREAU 


Representatives of Carriers 
In The 
Freight Traffic Association 


Executive Committee. 


Chairman 
Of The 
Freight Association. 


Geveral 
Rate 
Committee, 


Rate 


Standing | 
Committee. 


Taxsiff Publishing 
Agent. 
Chief Clerk. 


Stenographers Chief Tariff File Clerks 


Filing Compiler Tariff 
Desk Distribution 


Clerks 
Tariff Compilers Tariff Clerks. 


Figure No. I. 


other joint agents. 
of each supplement to these tariffs must be 
Commission by each of the joint agents. 

The cross-exchange of concurrences among all the carriers 
represented by the various agents cooperating in publishing 
joint agency tariffs is unnecessary, since each agent files the 
tariffs for the account and on behalf of the carriers he repre- 
sents. In order to avoid complications, the Commission directs 
that all copies of each agency tariff publication, accompanied 
by a letter of transmittal, signed by each tariff publishing agent, 
must be filed under one cover. 


Identical copies of each of these tariffs and 
filed with the 


Participating Carriers 
All joint agency tariffs must contain alphabetical lists of 
the participating carriers in the following order: 


First: A list of the carriers from which one of the agents has 
power of attorney. The F X I number of each power of attorney 
must be shown. A list of the carriers that participate in the tariff 
under concurrences to the carriers for which this agent is attorney 
and agent for the publication of tariffs. The concurrence forms and 
numbers of each participating carrier must be shown. 

Second: A list of the carriers for which the other publishing agent 
has power of attorney must be shown, with the F X I power of at- 
torney numbers, and a list of participating carriers showing the forms 
and numbers of the concurrences given to the carriers for which the 
tariff publishing agent is attorney and agent. 


Each of these subdivisions of the lists of participating car- 
riers must be indicated by headlines showing that the lists 
beneath the headlines are the carriers for which “Richard Roe” 
is agent and attorney, and carriers participating under con- 


{Tariff Circular No. 20, Rule 4, b. 
2 X I. 

*Rule 17, a. 

‘Rule 17, b. 
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currences to such carriers. A similar headline must be Used 
for each joint agent collaborating in the tariff. 
The agents have the option of showing complete alpha. 
betical lists of all carriers for which they file tariffs with the 
power of attorney and concurrence forms and numbers Under 
the appropriate headings.‘ These lists may indicate which of 
the carriers are initial, intermediate and terminal carriers; 


*Rule 4, b. 


REVENUE FREIGHT LOADING 


Revenue freight loading jumped to 1,051,728 cars the week 
ended April 27, from 1,004,156 cars the preceding week, accori. 
ing to the car service division of the American Railway Aggo. 
ciation. 

In the corresponding periods of 1928 and 1927, loadings 
totaled 963,007 and 1,021,576 cars, respectively. 

Increases were reported in the loading of all commodities 
the week ended April 27 as compared with the preceding Week 

Revenue freight loading by districts the week ended Apri 
27 and for the corresponding period of 1928 was reported as 
follows: 

Kastern district: Grain and grain products, 6,465 and 6,476; live 
stock, 2,174 and 2,609; coal, 46,888 and 42,268; coke, 3,265 and 2.955. 
forest products, 3,897 and 3,811; ore, 5,335 and 823; merchandise. L 
C. L., 74,166 and 72,155; miscellaneous, 109,529 and 101,481; total, 1929, 
251,719; 1928, 231,878; 1927, 238,631. ° 

Allegheny district: Grain and grain products, 2,732 and 2,729: 
live stock, 1,680 and 1,997; coal, 44,429 and 39,957; coke, 5,968 and 
5,197; forest products, 2,960 and 2,531; ore, 7,301 and 2,304; merchan- 
dise, L. C, L., 56,911 and_ 55,145; miscellaneous, 95,873 and 87,613: 
total, 1929, 217,804; 1928, 197,473; 1927, 207,070. 

Pocahontas district: Grain and grain products, 176 and 188; liye 
stock, 48 and 52; coal, 39,311 and 35,393; coke, 398 and 329; forest 
products, 1,742 and 1,491; ore, 62 and 119; merchandise, L. C, L, 
7,624 and 7,433; miscellaneous, 8,809 and 7,592; total, 1929, 58,17: 
1928, 52,597; 1927, 63,208 

Southern district: Grain and grain products, 3,803 and 3,897; live 
stock, 1,713 and 1,653; coal, 19,878 and 22,741; coke, 591 and 613; forest 
products, 23,181 and 18,502; ore, 1,180 and 1,066; merchandise, L. C. L, 
40,182 and 39,781; miscellaneous, 61,050 and 54,740; total, 1929, 151, 
578; 1928, 142,993; 1927, 159,135. 

Northwestern district: Grain and grain products, 8,944 and 12,516; 
live stock, 7,118 and 7,044; coal, 3,923 and 4,190; coke, 1,942 and 1,657; 
forest products, 18,959 and 18,128; ore, 35,193 and 5,714; merchandise, 
L. C. L., 33,118 and 33,525; miscellaneous, 42,012 and 40,596; total, 1929, 
151,209; 1928, 123,370; 1927, 149,922. 

Central Western district: Grain and grain products, 9,766 and 
11,942; live stock, 13,261 and 12,556; coal, 10,628 and 8,937; coke, 288 
and 311; forest products, 12,083 and 11,512; ore, 4,537 and 3,705; mer- 
chandise, L. C. L., 35,063 and 34,597; miscellaneous, 54,241 and 54,687; 
total, 1929, 139,867; 1928, 138,247; 1927, 134,190. 

Southwestern district: Grain and grain products, 4,942 and 5,508; 
live stock, 5,125 and 3,988; coad, 3,867 and 3,180; coke, 113 and 143; 
forest products, 8,904 and 7,915; ore, 518 and 327; merchandise, L. C. 
L., 16,704 and 16,756; miscellaneous, 41,208 and 38,632; total, 1929, 
81,381; 1928, 76,449; 1927, 69,420. 

Total, all roads: Grain and grain products, 36,828 and 43,256; live 
stock, 31,069 and 29,899; coal, 168,924 and 156,666; coke, 12,565 and 
10,505; forest products, 71,726 and 63,890; ore, 54,126 and 14,058; mer- 
chandise, L. C. L., 263,768 and 259,392; miscellaneous, 412,722 and 
385,341; total, 1929, 1,051,728; 1928, 963,007; 1927, 1,021,576. 
Add—Revenue Freight Loading firpaAeremehthG 

Loading of revenue freight in 1929 compared with the two 
previous years follows: 

1929 1928 
Four weeks in January.....cccec 3,570,978 : 3 
Four weeks in February 3,767,758 
Five weeks in March 4,807,944 
Four weeks in April 3,983,978 
Total 9, 0a 16,416,714 


CAR SURPLUS AND SHORTAGE 

The average daily surplus of freight cars in the period 
April 15-22, inclusive, was 244,245, a decrease of 14,008 cars 
compared with the preceding period, while the average daily 
shortage reported was 20 box cars, according to the car service 
division of the American Railway Association. The surplus was 
made up as follows: 

Box, 77,831; ventilated box, 190; auto and furniture, 6,441; total 
box, 84,462; flat, 5,776; gondola, 54,358; hopper, 59,010; total coal, 
113,368; coke, 1,028; S. D. stock, 21,673; D. D. stock, 3,808; refrigerator, 
12,551; tank, 236; miscellaneous, 1,343. 

Canadian roads reported a surplus of 12,575 cars, made UD 
of 11,000 box, 825 S. D. stock, 500 refrigerator and 250 miscel 
laneous Cars. 





CONDITION OF EQUIPMENT 


Class I railroads on April 15 had 142,174 freight cars 2 
need of repair, or 6.4 per cent of the number on line, according 
to reports filed by carriers with the car service division of the 
American Railway Association. This was an increase of 2,6 
cars over the number reported on April 1, at which time there 
were 139,538, or 6.3 per cent. 

Locomotives in need of repair on the Class I railroads of 
this country on April 15 totaled 8,649, or 15 per cent of the 
number on line. This was an increase of 607 compared wit 
the number in need of repair on April 1, at which time there 
were 8,042, or 13.9 per cent. ’ 

Class I railroads on April 15 had 5,887 serviceable locom 
tives in storage compared with 5,866 on April 1. 
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In one year. on the Pennsylvania 


Millions of Eggs in 


solid carloads 


ORE than 6,000,000 hens are 

needed to supply New York’s 
breakfast tables with eggs! This is 
according to a recent conservative 
estimate. Some of these eggs come 
as far as from the Pacific coast. Frag- 
ile in the extreme and perishable, 
they present an unusual test of 
transportation efficiency. 


“Perishable” trains are routed like 
Passenger trains over the Pennsyl- 
vania. They travel on convenient 
and reliable schedules. At icing 
stations, strategically placed along 
the Pennsylvania’s lines, cars are 


re-iced through hatches in the roof 
at the rate of one car a minute. 

By a system of “ passing reports,” 
accurately maintained, shippers 
and consignees can ascertain readily 
the location of their shipments so 
that they may—if desirable—divert 
them in transit to more profitable 
markets. 


Thus the two chief concerns of the 
Industrial Traffic Manager are taken 
care of by Pennsylvania Railroad 
service. He can find out readily 
where his shipment is—and he 
knows that it will arrive on time. 


989% On Time is the monthly 
record of the Pennsylvania’s 
famous fleet—the ‘‘Limiteds of 
the Freight Service.’’ Six leaders 
of this fleet are listed below: 







THE ROCKET 
Perishable-Merchandise 
Seaboard Cities to Cincinnati 














THE METEOR 
Perishable- Merchandise 
Seaboard Cities to Cleveland 


THE ARROW 
Perishable-Merchandise 
Seaboard Cities to Detroit 





THE BIG SMOKE— Merchandise 
Columbus to Chicago 


THE PREMIER—Live Stock 
Pittsburgh to Seaboard Cities 





THE DIXIE— Merchandise 
Toledo to Columbus and Cincinnati 


Carries more passengers, hauls more freight than any other railroad in America 


PENNSYLVANIA RAILROAD 
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Ocean Shipping News 


LUCKENBACH RESIGNS 


The Trafic World New York Burean 


A threat against the stability of the U. S. Intercoastal Con- 
ference was contained in the resignation submitted by the 
Luckenbach Steamship Company. This action has been brought 
about by dissatisfaction with the failure of the conference lines 
to agree to readjustment of the conference agreement. An 
effort is now being made to adjust this difficulty. 

Robert C. Thackara, chairman of the conference, is being 
appointed a committee of one to arrange a general meeting of 
members to discuss the issues raised by the Luckenbach Line. 
This meeting will probably be held early next week. 

In a statement outlining the reasons for resignation the 
Luckenbach company says: 


A controversy has arisen among members of the United States 
Intercoastal Conference regarding the status of the so-called Quaker 
Line. Several of the members supposed that when the conference 
agreement was signed in 1927 the so-called Quake Line owned and 
operated ships. During a discussion at a meeting of the conference 
on Thursday, May 2, R. A. Nicol admitted that the name Quaker 
Line is a mere trade name and was used only as a trade name when 
the conference was formed. 

_It never owned any vessels. At that time it was used to describe 
a joint intercoastal service of certain lines operating out of Phila- 
delphia. Mr. Nicol also informed the conference that the new Pacific- 
Atlantic Steamship Co., also proposed to use the name Quaker Line 
to describe its new intercoastal service out of the port of Philadelphia. 

One of the members contends that membership in the confer- 
ence consists in being a common carrier, according to the terms of 
the agreement, and even assuming that the so-called Quaker Line 
was a legitimate member of the conference when it was formed, it 
now has no standing in the conference, because the lines which it 
represented in 1927, except possibly one, have passed out of existence, 
and the name Quaker Line is now used to describe a wholly new 
and different corporation which has never applied for membership 
in the conference. 


A representative of the Quaker Line stated that the line 
had been operating as a common carrier ever since it joined 
the conference in 1927; that it had filed tariffs under that name 
and lived up to them and that it never had any secret agree- 
ments with owners of the vessels operated by it. 

The Pacific-Atlantic Steamship Company, now operating un- 
der the name of the Quaker Line, represents a consolidation 
of the tonnage formerly operated by the Arrow, California & 
Eastern and Williams lines with the original fleet of the Quaker 
Line. The fleet comprises 18 vessels aggregating 160,000 dead- 
weight tons. The American-Hawaiian Steamship Company is 
said to have a substantial interest in the Pacific-Atlantic Com- 
pany. 

The Luckenbach fleet consists of 23 of the fastest freighters 
in the intercoastal trade, with an aggregate of 245,000 tons dead- 
weight. Negotiations were recently reported under way for the 
purchase of the line, but Edgar F. Luckenbach, president of the 
company, said no actual offers had been made. He was reported 
to have set a value of about $20,000,000 on the line, including 
good will. 


OVERSEAS FREIGHT RATES 


The Trafic World New York Bureau 


Full cargo markets in the last week have remained prac- 
tically unchanged, with a limited number of vessels matched by a 
restricted demand for space. Rates have continued firm. Ship- 
pers and shipowners are awaiting developments from the recent 
reduction in export grain rates, as it is anticipated that this 
may result in an increase in traffic. 

The current level of grain rates is as follows: From Mon- 
treal for May loading 3s 3d to the United Kingdom, 13c to 
Antwerp-Rotterdam, 14c to Hamburg-Bremen, 18c to the Mediter- 
ranean; from Montreal for June loading 3s to the United King- 
dom, 12 to 12%c to Antwerp-Rotterdam, 13 to 1814c to Hamburg- 
Bremen, and 17 to 17%c to the Mediterranean. It will be noted 
that June rates are slightly lower than the quotations for May, 
but this condition may be changed in consequence of the new 
rail rates. 

The coal and lumber markets are quiet, with no features 
of interest. 

At a meeting of the Gulf-Mediterranean Conference in 
Galveston, several members who had withdrawn from the group 
because of a disagreement over cotton rates returned to the 
fold. As a result of the meeting an agreement was reached to 
continue to quote through July the present rate of 40c per 100 
pounds on cotton moving to Genoa and Naples on first class 
liners. Open rates are to prevail beyond that time. The rate 
to Venice and Trieste is 60c and applies through December. 
Slight readjustment of general cargo rates also was made, a 


few commodities having eased off to some extent following the 
withdrawals. 

In view of the fact that some difficulty has recently been 
experienced by American exporters and importers in meeting 
foreign competition because of differences in ocean freight rates 
from points of origin here to European destinations, attentioy 
is directed by the committee on foreign and insular trade of 
the New York Board of Trade to the “New York option bil] of 
lading.” 

Under the recently eestablished practice on certain com: 
modities, it is pointed out for a nominal consideration (in some 
cases $1.25 a ton) an option is given to the importer by steam. 
ship companies under which goods may be shipped to New Yor; 
and later transshipped from New York to European or other 
destinations and bear the same freight rate as is applicable 
from the point of origin direct to the ultimate point of destina. 
tion—plus the nominal cost of the option paid for this purpoge. 

The committee suggests that investigation along these lines 
by exporters and importers in New York may develop informa. 
tion and means whereby a broader buying opportunity may be 
afforded, and the American business firm may be in a more 
favorable position to meet foreign competition: 

George E. Edmonds, manager of the Port of Philadelphia 
Ocean Traffic Bureau, was instructed by a resolution adopted 
at a meeting of the directors of the bureau to notify the rai. 
roads serving central New York that unless the commodity rates 
from central New York points to Philadelphia were adjusted to 
eliminate discrimination to the Port of Philadelphia by July 1, 
a complaint will be filed with the Commission. 

Recommendations that it be made a foreign trade zone, or 
“free port,” will be made to Congress by the Baltimore Export 
and Import Bureau, which has passed resolutions approving the 
plan, according to G. H. Pouder, director of the bureau. Mr. 
Pouder pointed out that the subject of foreign trade zones was 
brought up at the 1927 session of Congress. At that time his 
department went on record as favoring the plan and asked that 
if the legislation were passed, Baltimore be named as one port 
of entry in which a free zone be established. 

At the National Foreign Trade Convention in Baltimore 
last month, the Council of Port Authorities adopted resolutions 
favorable to the zone plan for presentation to the proper authori- 
ties in Washington. 


BIDS FOR VESSELS 


Opening of bids by the Shipping Board May 7 for sale of 
23 laid-up steel cargo vessels to be scrapped, or converted to 
Diesel propulsion or into barges, revealed an offer by the Union 
Shipbuilding Company, of Baltimore, of $385,000, and one from 
the Boston Iron and Metal Company, of Baltimore, of $381,000, 
with varying prices set forth for the individual ships. An offer 
of $142,385 for the eight vessels of the group laid up at Norfolk 
was received from N. Block and Company of Norfolk, and an 
offer of $5,500 for the Ozaukee was received from the Spiniello 
Construction Company, of Orange, N. J. 

All the offers, except the last one mentioned, were made under 
proposition one of the advertisement for bids which contem- 
plated that the vessels should be completely dismantled and 
scrapped within the continental limits of the United States in 
the next eighteen months. The Spiniello offer contemplated 
conversion of vessel to barge prior to July 15 of this year. The 
offers all were made on a cash basis and each was accompied 
by a certified check covering 10 per cent of the purchase price 
named. 

Of the 23 ships, which represent in their aggregate 198,962 
deadweight tons, eight are laid up at Norfolk, twelve at NeW 
York, and three at Philadelphia. 

Chairman O’Connor, of the board, announced that action 00 
the bids would be taken promptly. The offers were referred 
to the Merchant Fleet Corporation to be analyzed, preparatory 
to final action by the board. 


SHIP SALE ACTIVITIES 


The Shipping Board has approved the form of advertise 
ment for bids and specifications for sale of the Gulf West 
Mediterranean Line, and has directed the Merchant Fleet Corpo- 
ration to invite bids to be opened at 11 a. m. eastern standard 
time, June 10, 1929. , 

The Gulf West Mediterranean Line, now operated for Ship- 
ping Board account by the Tampa Interocean Steamship — 
pany, of New Orleans, covers the principal ports on the pan 
and Portuguese, Spanish and north African ports. Guarantee 
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ANOTHER 
Nationally-Known 
COMPANY 


selects 


OAKLAND 


CALIFORNIA 
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United MOTORS Service 
Building Western Warehouse 


N order to gain better distribution and give 
better service to the automotive markets of the 
eleven western states, United Motors Service, 
Incorporated, the National Field Service Organi- 
zation for Delco-Remy starting, lighting and 
ignition systems, Klaxon horns, New Departure 
and Hyatt bearings, Harrison radiators, Jaxon 
rims, parts and wheels, AC Products and Lovejoy 
Shock Absorbers is building a warehouse and 
branch in Oakland, California. For several years the Chevro- 
let Motor Company have maintained a large assembly plant 
in Oakland. This has been followed by other concerns so 
that today Oakland has Chevrolet Motor Company, Fisher 
Body (2 plants), Oakland Motor Car Company, United 
Motors Service, Incorporated, among its automotive indus- 
tries. In making its selection of Oakland as Pacific Coast 
headquarters, United Motors Service, states that after 
several months’ study of the situation: 

“In selecting Oakland for a warehouse and branch, dis- 
tribution costs were a deciding factor. Our investigation 
showed we could give better service and cover a larger share 
of the markets of the eleven western states at a lower cost 
than from any other Pacific Coast point. Oakland has every 
natural advantage to make it the automotive center of the 
West.”’ f we =a 

Many other lines of industry have found Oakland the 
logical point for their western 
operations. If you wish to more 
intensively cover the western 
territory or reach the export 
markets across the Pacific 
Ocean—then you also should 
investigate what Oakland has to 
offer you. 










Send for ‘‘We Selected Oak- 
land,’’ containing the person- 
ally-written statements of many 
of the nationally-known indus- 
tries operating in the Oakland 
Industrial Area. Mailed free on 
request. Concerns planning 
upon a western branch are cor- 
dially invited to send for a de- 
tailed industrial survey on their 







AC 





pPROOUCTS particular line of business. No 
Deico-Remy cost or a will = in- 
curred and all correspondence 

lovcjoy will be held strictly confidential. 





SHOCK ABSORBERS Write 


INDUSTRIAL DEPARTMENT 
Oakland Chamber of Commerce 


OAKLAND -California 
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Western Home of United Motors Service, Inc., from Architect’s Drawing. 
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HOUSTON 


The Gateway 
of the SOUTHWEST 


A glance at a map will convince 
you that Houston is the natural 
outlet for traffic from the Central, 
South Central and Western United 
States. 




























Shipping from the Western half of 
the United States can be handled 
more expeditiously through Port 
Houston, not only because it is the 
closest large port, but because its 
numerous facilities enable large 
cargoes to be handled with the 
utmost dispatch. 















Comparative statistics furnish im- 
pressive evidence of the rapid 
growth and development of this 
enterprising inland port. From a 
total cargo tonnage of 1,210,204, 
valued at $83,310,162 in 1920, to a 
total of 12,979,826 tons, valued at 
$598,726,008 in 1928—Zin other 
words, from an insignificant town, 
50 miles from the sea, to the 8th 
port in the United States in 8 years 
is a rise that is little short of phe- 
nomenal. 






















































As a Port and Terminal, Houston 
is commanding more and more at- 
tention from traffic managers all 
over the country. 




















It will pay you to investi- 
gate the advantages 
Port Houston offers. 







The Houston Port Book is 
an interesting magazine 
full of news and informa- 
tion. It will be sent to you 
free if you will address: 


















\ 


DIRECTOR of the PORT 


Fifth Floor, Courthouse 
HOUSTON 
TEXAS 
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service for a minimum period of five years will be required in 
the sale as follows: 


Not less than 24 outward voyages per annum of which not less 
than 12 shall be monthly sailings from New Orleans and, whenever 
cargo offerings warrant, from Texas ports with the privilege of calling 
at other United States ports on the Gulf and South Atlantic coast, 
as well as Cuban ports, to Portuguese, Spanish and north African 
ports west of Bizerta and North of and including Casa Blanca; 
monthly sailings from a Texas port, or ports, with privilege of calling 
at other United States ports within the range described above to 
Portuguese, Spanish and north African ports within the above 


described range. 


Bids are invited for not less than six of the eight steel 
cargo vessels now assigned to the line. The vessels are of 
7,825 deadweight tons each. 

The board has authorized the advertisement for sale of 
eight Lake-type vessels for dismantling, conversion to Diesel 
propulsion or for conversion to barges. Bids will be received 
at 11 a. m. eastern standard time, May 21, 1929. The vessels 
are the Middlebury, West Africa, Surinam, Wauwatosa, Lake 
Fanbush, Lake Ellenorah, Lake Elmsdale, and Lake Ellerslie. 

The board has approved an arrangement with the Navy 
Department whereby seven vessels belonging to the Navy and 
which are in a decommissioned status at Norfolk will be trans- 
ferred to the board’s reserve fleet located in the James River. 
The vessels are the Nerens, Protens and Orion; the tankers 
Keweah, Laramie and Rapidan and the cargo Capella. 

Sale of the Chaparel to E. A. Hansen, of Norway, for $36,000 
cash, with the privilege of transferring her to Norwegian reg- 
istry, has been approved by the board. After one outward 
voyage with cargo of coal, grain or scrap iron, the purchaser 
will be restricted by the contract of sale from operating the 
vessel to or from any United States port. Bond protecting the 
board’s interest in this respect will be furnished by the pur- 
chaser. The vessel is a Lake-type steel cargo steamer of 3,610 
deadweight tons, equipped with reciprocating engines and Scotch 
coal burning boilers. It has been in lay-up at Norfolk since 
September, 1920. 

The board has authorized the advertisement for sale of 
some remaining floating equipment which had been used in 
connection with the reserve fleet on the west coast, sale of 
which was completed with disposal of the tanker Meton last 
month. The equipment consists of the launch Catalina and one 
skiff located at San Francisco. 


OCEAN AGREEMENTS APPROVED 

The following agreements filed in accordance with section 
15 of the shipping act of 1916 have been approved by the Ship- 
ping Board: 


Java-New York Conference Agreement. The agreement covers 
outward cargo from Dutch East Indies ports (Medan excluded) to 
ports on the east coast of North America. The parties agree to main- 
tain uniform rates of freight and equal conditions in connection with 
handling of cargo as agreed upon from time to time by a majority 
of the members. As a guarantee for the observance of the agree- 
ment a penalty deposit in the sum of ten thousand guilders ($4,020 
at par of exchange) is required of each member and provision is 
made for arbitration of disputes involving alleged violations of the 
agreement by a committee of three arbitrators to be appointed by 
the president of the Raad van Justitie at Batavia. All agencies of 
the parties in the Dutch East Indies, except those at Medan, are 
to be represented in the conference by, and are to abide by the ac- 
tion of, the carriers’ agents at Batavia. The agreement is for an un- 
limited period and three months’ notice of withdrawal by any member 
line is required. Any reputable person, firm or corporation operating 
vessels regularly in the trade may be admitted to membership with 
the consent of the majority of the parties to the agreement, but no 
eligible applicant is to be denied admission without just and rea- 
sonable cause. 

Modification of Gulf Mediterranean Ports Conference Agreement. 
The modification approved eliminates from the scope of the con- 
ference operating under agreement approved by the board January 
24, 1927, Spanish and Portuguese ports north of Huelva. It also ex- 
cludes from the scope of the conference shipments of foreign origin 
moving via the Gulf in bond, with the exception of shipments from 
Canada. Further, by the modification the carriers propose to enlarge 
their responsibilities as to each other in covering violations of the 
conference agreement by an agent or any member either in respect 
to vessels of the member itself or of any other vessel for which the 
agent may act while still the agent of said member. By the modi- 
fication the carriers also provide that the only absorptions of in- 
surance differentials on cotton or cotton linters shall be actual in- 
surance account of deviation and differentials or penalties against 
Over-age steamers. 

Modification of agreement of the Trans-Atlantic Passenger Con- 
ference. Under the terms of the agreement as now in effect any 
member line decreasing its fares, increasing commissions to agents 
or making any alteration in its regulations resulting in decreased 
revenue is required to give notice to the other member lines at least 
thirty days prior to the announcement of such changes. The purpose 
of the proposed amendment is to permit each of the two groups of 
lines into which the conference is sub-divided to determine independ- 
ently of the other the period of notice before such changes are to 
become effective as to that group. 

The New York & Porto Rico Steamship Co. with Furness Red 
Cross Line: Through billing arrangement covering through movement 
of shipments of fish from Halifax to Porto Rico. Through rates are 
to be based on direct line rates and apportioned equally between the 
lines, each of which assumes one-half the cost of transferring ship- 
ments at New York. 

Compagnie Generale Transatlantique with Panama Pacific Line: 
Arrangement for movement of shipments on through bills of lading 
from Pacific Coast ports to specified French ports. Through rates 
are to be based on direct line rates and apportioned equally between 
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the lines, each of which assumes one-half the cost of transferr 
shipments at New York. Sterring 
Bull Insular Line, Inc., with American Merchant Lines: A 
in respect to through movement of shipments from Porto’ Reet 
London. Through rates are to be based on direct line rates a ‘ to 
portioned 3/7ths to American Merchant Lines and 4/7ths re ap. 
Insular Line, the latter company to absorb cost of transhipme Bul 
New York. ent at 


ALMOST PERFECT OUTTURN 


In the twelve months ending January 31, 1929, the Amer} 
can-Hawaiian Steamship Company delivered to Pacific coast 
consignees more than seven million packages of merchandise 
of which only one-half of one per cent required cooper shon 
attention. Of this number more than fifty per cent went . 
the shop because of slight external defects—a loose board hail 
or strap missing—with no damage whatever to the contents 


INTERCOASTAL VOYAGE PERMITTED 


The Shipping Board has directed the Merchant Fleet Cor. 
poration to cancel instructions issued to its district Manager 
at New Orleans forbidding the loading of general cargo on the 
Emergency Aid, which had been chartered to the Redwood Line 
Inc. 

Representatives of the Intercoastal Conference and others 
objected to use of the vessel as proposed by the charterer, 

The vessel was originally chartered to the Pacific Argentine 
Brazil Line for operation on its established route between 
Pac fic coast ports of the United States and ports in Argentine 
and Brazil. In the charter agreement it was specified that the 
charterer would be permitted to carry cargo on one voyage 
only and at conference rates from the Gulf to the Pacific coast 
port where the ship would load for South America. The char. 
terer subchartered the vessel to the Redwood Line for the pur. 
pose of making this intercoastal voyage, that line already having 
had cargo enough on its docks at New Orleans to fill out the 
ships. After investigation, the board decided the voyage could 
be made. 


PANAMA CANAL TRAFFIC 


Five hundred and forty commercial vessels that paid tolls 
of $2,281,087.27 trans‘ted the Panama Canal in April, according 
to a report received by Secretary of War Good from the gov- 
ernor of the Panama Canal. 

In the six months ended with April, there were 3,307 tran- 
sits of commercial vessels, as compared with 3,308 in the same 
period of 1927-8. Tolls collected from these vessels amounted 
to $14,008,696.01 in the six months as compared with $13,645,214 
in the corresponding period of 1927-8. 


0. & O. MAKES MOJI PORT OF CALL 


Effective with the sailing of the Golden Wall, May 23, every 
other North China steamer of the Oceanic and Oriental Naviga- 
tion Company will make Moji a regular port of call, according 
to an announcement by F. F. Allen. assistant traffic manager 
of the American-Hawai‘an Steamship Company, managing agents 
Oriental service, Oceanic and Oriental Navigation Company. 
The addition of Moji to the schedule makes the fifth outport 
that has been made a regular port of call by the O. and O. since 
inaugurating the Oriental service a year ago, and will result 
in that port receiving a regular fifty-day service out of San 
Francisco and Los Angeles harbor, Mr. Allen said. 


CUBAN PARCEL POST 

The House committee on ways and means in the proposed 
tariff act of 1929 (H. R. 2667) proposes repeal of section 2804 
of the revised statutes under which cigars may not be imported 
in packages containing fewer than 3,000. 

“No such limitation,” says the committee, “applies to aly 
other class of imported commodities, and, because of the pe 
culiar economic conditions, the provision operates as a dis 
crimination against the Republic of Cuba almost exclusively. 
Your committee is advised that this restriction has for years 
been the obstacle to the conclusion of a permanent parcel-post 
convention with Cuba. The Cuban government, pursuant to 
the option contained therein, has abrogated the temporary 
parcel-post agreement negotiated November 2, 1925. The postal 
as well as the customs revenues have been seriously affected 
by this action, and your committee believes that the limitation 
should be removed and the exchange of parcel post between 
the United States and Cuba should be restored. Accordingly, 
it is proposed in the bill (sec. 646 (a) (4)) to repeal section 
2804 of the revised statutes, thus removing the import limita- 
tion in question. Your committee desires to call attention to 
the fact that on February 13, 1928, a bill to accomplish the 
same purpose was favorably reported to the House. 


COLQUITT NOMINATION 


The Senate interstate commerce committee, May 8, adoptet 
a favorable report on the nomination of O. B. Colquitt to be 
member of the Board of Mediation. 
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on sweeping improvement program of the ew Boston and move over broad, level concrete driveways directly onto main ar- 
Maine Railroad—in which $71,000,000 has been spentto pro- _teries leading without loss of time to all parts of industrial Boston. 
vide even better ‘‘ Minute Man Service’’—has considered the un- This new electrically-operated gantry crane, of the most up-to- 


usual as well as the normal requirements of the shipper. 


date type, has a bridge travel which enables it to unload or load six 


The special shipment, too heavy for ordinary bulk delivery, not _cars without further switching and to move in a few seconds from 
only shares with regular carload and L. C. L. shipments the greatly one to the other. It is equally “handy” in lifting and placing — 
increased road and yard speeds of the new Boston and Maine, __ while, for handling of multiple smaller units, a special high-speed 


but has the benefit of the same dispatch 
and convenience in handling at the ter- 
minal, 

Atrivalat Boston of theheavy shipment, 
be it a great boiler, a ship’s propeller 
ora car of steel, finds the Boston and 
Maine’s new 40-ton crane, almost in the 
heart of the city, ready to “give a lift” in 
‘jiffy from car to truck. The quickly un- 
loaded shipment is then ready at once to 





5-ton auxiliary hoist operates from the 
same bridge. There are no delays, no in- 
conveniences. 

Though but one of many improve- 
ments in a program affecting the entire 


AND M system, this new facility is symbolic of the 
A N > new speeds and the new convenience be- 

Ral LROAD ing written at all points into ‘Minute 
Man Service” for New England by the 


new Boston and Maine. * * * * * * 












THE TRAFFIC WORLD 


Questions and Answers 


In this column w'll be answered questions of both legal and 
practical nature that confront persons dealing with traffic. A spec alist 
on interstate commerce law, whois a member of our legal department, 
will give his opinion in answer to any simple question relating to the law 
of interstate transportation of freight. A traffic man of long experience 
and wde knowledge will answer questions relating to practical traffic 
problems. We do not desire to take the place of the traffic man but to 
help him in his work. ‘ 

The right is reserved to refuse to answer in this column any 
question, legal or traffic, that it may appear to us unwise to answer 
or that involves a situation too complex for the kind of investigation 
herein contemplated. If a more comprehensive answer to a question is 
desired than is thought proper for this column, the department will 
answer it by letter for a reasonable charge. 

Address Questions and Answers Department, 
Traffic Service Corporation, Mills Building, Washington, D.C. 


pms 
Damages—Special—Liability of Express Agency 

Michigan.—Question: We have a claim under discussion 
with the Railway Express Agency, Incorporated, which is rather 
complicated and we are submitting the facts to you, asking that 
you refer us to any decision of similar cases, if such exist, and 
also your opinion of the case. 

We realize that this is rather a hard case to classify, but 
you may be able to do so after we give you the full details of it. 

On July 26, 1928, we received a shipment of trunks from 
the A Company, via the X Railway Company. In this shipment 
one trunk was damaged and the X Railway Company gave us 
the following notation on the arrival notice, “Check one trunk 
badly marred, leather cut through.’ This notation is properly 
signed by the X Railway Company. 

We decided to return this trunk to the vendor via Ameri- 
can Railway Express, prepaid, the cost of repairs to be billed 
us by the McKane Lins Company and then charged to the X 
Railway Company in our claim, plus the transportation charges 
to and from the A Company on the one trunk we sent for repairs. 

This trunk was lost by the American Railway Express 
Company on its return to the A Company for repairs and we 
entered a claim against the express company for the full invoice 
price of this trunk, plus the express charges prepaid by us at 
the time of shipment. 

This claim was paid by the express company in full and 
we are now in receipt of a letter from their claim agent stating 
that they paid this claim for the full invoice price, overlooking 
the fact that it was damaged and therefore not worth that price 
when given to them for shipment and that they are, therefore, 
entitled to a refund covering the difference between the invoice 
value and value when sent to the factory for repairs. 

We believe that we are entitled to the full invoice price 
from the express company because this trunk represented full 
value to us. If it had not been lost by them, we would have 
had the trunk returned to us in first class condition and the 
cost of repairs would have been paid by the original carrier, 
and while this trunk was damaged when returned to Milwau- 
kee, the value to us remained at invoice price because our con- 
signment charge against the McKane Lins Company for this 
trunk, while in their possession, was for the full invoice price. 

We are unable to submit a claim to the X Railway Com- 
pany, due to the fact that the trunk was lost before it was 
repaired and the loss of this trunk by the express company 
automatically cancels our claim against the X Railway Com- 
pany because we have no way of determining what the amount 
of the damage was. 


Your opinion of this, with reference to decision of similar 
cases, will be very much appreciated. 

Answer: In our opinion, the Railway Express Agency is 
not liabale for the full value of the trunk which was damaged 
while moving by the rail carrier. The Express Agency appar- 
ently had no notice that the trunk was being returned for re- 
pairs and that care must be exercised so as not to destroy the 
evidence which the shipper was relying upon in order to recover 
damages for injury thereto by the carrier which originally han- 
dled the trunk. Special damages are not recoverable unless 
notice is given at the time goods are delivered to a carrier for 
transportation that such damages will result from negligence in 
the transportation of the goods. Your claim against the Ex- 
press Agency for the full value of the trunk is based upon the 
contention that the express company through its negligence 
has deprived you of the evidence which would permit a recovery 
against the rail line for injury to the trunk while it was being 
transported to your plant. The amount of damages resulting 
from a carrier’s negligence can be proved in some other way 
than by a repair bill, we believe, but, regardless of this fact, we 
are of the opinion that you cannot recover from the Express 
Agency any greater sum than the value of the trunk as it was 
when delivered to the express company for transportation. 


Freight Charges—Demurrage—Liability of Consignor 


Alabama.—Question: Is a shipper who fails to sign the 
waiver stipulation on the face of the bill of lading at the time 


Vol. XLIN, No. 1 


the shipment is made responsible for demurrage charges ac 
ing at destination after delivery of the cars has been made i 
the consignee and freight charges paid? 

In the case which we have in mind the shipmen 
delivered to the consignee and the proper freight cha 
lected. After delivery demurrage accrued which wag not col 
lected at the time by the carriers. The consignee cannot noy 
be located and the carriers are calling upon the Shipper for 
payment of this demurrage. 

Answer: In our opinion, where demurrage accrues after 
the delivery of a shipment to the consignee, that is, after the 
contract of shipment entered into between the consignor and 
the carrier has been completed, the consignor cannot legal] 
be held liable for the demurrage charges. We cannot locate 2 
case which so holds, but see Vanderbilt vs. Planters 0jj Mill 
and Gin Co., 106 So. 14, in which it is held that as betweep the 
shipper and the consignee the one liable for the payment 
demurrage is the one through whose fault the demurrage jg 
incurred. See also, to the same effect, Davis vs. Lawrence 0j 
and Gas Co., 117 S. E. 692. 


Tariff Interpretation—Questionable Cancellation of Rates 


New York.—Question: We are having dispute with carrier 
as to proper rates applicable on woolen blankets from Winstop. 
Salem, N. C., to New York City. J. J. Cottrell’s tariff 1. ¢, ¢ 
711, on page 132, item 4945, shows woolen blankets from points 
indicated show a rate as Note B and upon referring to this note 
at bottom of page, it shows “cancel, for rates see item 4935,” 
This item does not specify woolen blankets and it is our under. 
standing that the fact that this note referred to item 4935 for 
rate would indicate that these rates were also intended to 
apply on woolen blankets, and if rates on this commodity were 
canceled entirely, they should not have referred to item 493, 
as there are other corrections in tariff, such as Note C, cancel 
ing other rates on woolen blankets from other points, but these 
items show that rates are actually canceled and specifically 
state on account of no movement. ; 

It is the contention of carrier that reference mark in ques. 
tion is not a relevant factor in determining whether or not the 
commodity rates on this carton of woolen blankets would be 
applicable on shipments consisting of all wool blankets, and 
that the intent and actual result is that the commodity rates 
on all woolen blankets were canceled, leaving only class rates 
applicable on such shipments. 

Answer: The cancellation of the commodity rate on woolen 
blankets in item 4945, in our opinion, is quite clear and specific. 
The reference to the rates that will thereafter apply is errone’ 
ous in that such rates apply according to item 4935 only on 
mixed cotton-and-wool blankets. The carriers may have in- 
tended that the rates in item 4935 should apply to woolen 
blankets, but the provisions of item 4935 are repugnant to any 
such application. In our opinion, class rates apply. Without 
a definite provision to the effect that “The rates named in item 
4935 on blankets, mixed cotton and wool, will also apply on 
blankets, woolen” it is our view the rates in item 4935 cannot 
be applied. In Marsh & Truman Lumber Co. vs. L. & N. R.R, 
49 I. C. C. 606, the shipper contended a cancellation had not 
been effected because no provision was made as to where rates 
would thereafter be found. The Commission said: 


tS Were 
TEs col. 


The non-conformity of the tariff to our rules may have rendered 
the carrier publishing it liable for the penalties prescribed by the 
act, but it did not invalidate the cancellation. 

Tariff Interpretation—Rates Apply from and to “Stations” and 
Not 


Oklahoma.—Question: In The Traffic World of March 3, 
1928, on page 560, under caption of “Questions and Answers,” 
the first question starting “tariff interpretation” to stations 
in same city—combination, etc. In the answer to the question 
asked, lines five, six and seven, the following statement 1s 
made: “Rates are published from and to stations and not 
cities. The city is no part of the station.” 

Will you kindly advise if this statement is obtained from 
some decision of the Interstate Commerce Commission. If 80, 
would you be good enough to kindly refer to the volume and 
page where the statement may be found? 

Answer: We know of no specific statement by the Com 
mission or the courts such as you quote and which we maée 
in the answer to which you refer. We would direct attention, 
however, to the following: 

If the statement in question were not true line-haul rates 
would include store-door, residence-door, and any other kind 
of a door, delivery and pick-up service. A carrier would be 
obliged to deliver and pick up freight at any point in the cor: 
porate limits of the city which a shipper or consignee might 
designate. True, the carrier can, by appropriate tariff por 
extend its station limits to embrace much of the area occuple 
by the city, but when it has done so, all of such area becomes 
a part of the station. By “stations’ we mean “places” “— 
and to which line-haul rates apply. Section 6 (paragraph 1) 0 
the interstate commerce act, after prescribing tariff schedules, 
states: “The schedules printed as aforesaid by any such com: 
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mon carrier shall plainly state the places between which prop- 
erty and passengers will be carried,” etc. The law does not 
require that a carrier shall receive and deliver at places not 
reached by its facilities. If the reverse were true, switching 
charges of connecting lines could never be added to line-haul 
rates when the point of receipt or delivery is an industry or 
warehouse on a connecting line, but located within the cor- 
porate limits of the same city as is the local yard and freight 
house. 

In our opinion, one of the clearest cases on this subject, is 
Moore-Seaver Grain Co. vs. U. P. R. R., 38 I. C. C. 682. Grain 
moved into Kansas City via the C. B. & Q. R. R. consigned 
to elevators located on K. C. S. Ry. tracks and was delivered 
to and switched by the K. C. S. to the elevators. After being 
cleaned the grain was switched by the K. C. S. to the Union 
Pacific for outbound road haul. The Union Pacific’s transit 
tariff provided for protection of the joint through rates on 
shipments transited at stations on the Union Pacific. The U. P. 
refused to apply the joint through rates in this instance, contend- 
ing that the transit service was performed, not at a station 
on the U. P., but somewhere else. The shipper contended that, 
inasmuch as Kansas City is a station on the Union Pacific, the 
transit was good anywhere in that city. Citing Laning-Harris 
Coal & Grain Co. vs. A. T. & S. F., 12 I. C. C. 479, the Com- 
mission said: 

Unless otherwise provided in the carrier’s tariffs, the rate to the 
town or city included delivery on the tracks of the carrier performing 
the road haul, and that if delivery was demanded on the tracks of 
another carrier the shipper must pay the lawful charges for the 
‘“‘additional’’ service. For the same reasons we hold that the Union 


Pacific tariff which authorized transit at stations on its lines did not 
authorize transit at industries not reached by Union Pacific tracks. 


Tariff Interpretation and Commodity Descriptions—Scrap Iron 


INinois—Question: It is our recollection that some time 
ago reference was made in The Traffic World to a Commission 
decision which, as we recall it, was to the effect that it was 
not necessary for “old rails’ to have value for remelting pur- 
pose only, in order to get the scrap iron rate applied. 

Can you give us reference to this decision? 

Answer: You apparently have in mind Ship Supply Com- 
pany vs. L. & N. R. R., 1389 I. C. C. 110. In that case shipment 
consisted of old rails. The carriers charged the rates applicable 
to second-hand rails, while the shipper contended the scrap 
iron rates were applicable. The latter were published in Em- 
erson’s I. C. C. 68, which provided that the commodity rates 
on articles specified therein were subiect to classification de- 
scriptions, but excluded scrap iron and scrap steel. The tariff 
was otherwise governed by the classification. The classifica- 
tion described scrap iron as “scraps or pieces of iron or steel 
having value for remelting purposes only,” and the carriers 
insisted that this classification description prevented applica- 
tion of the scrap iron rates to these old rails. The Commission 
held that inasmuch as the scrap iron or steel was by the tariff 
itself excluded from the classification description, the restric- 
tion quoted above was not applicable to these scrap iron rates 
and that it was a matter of fact and not of classification as 
to whether these particular rails were scrap. As they were 
bought and sold as scrap and later broken up at the mill for 
rerolling purposes, it said: “It would be difficult to produce 
more conclusive evidence that the lading of this car was in fact 
scrap material.” 

The Commission differentiated this case from numerous 
others, including Simon vs. S. Ry., 102 I. C. C. 325, and Rich- 
mond Radiator Co. vs. C. & N. W., 115 I. C. C. 748, on the 
ground that in those cases the commodity tariff was subject 
to the classification description and restriction, whereas in this 
case Emerson’s tariff containing the commodity rate specifically 
provided that scrap iron was not subject to the classification 
description. 


Transit Privileges—Transit Tariff and Line-Haul Tariff Contain- 
ing Conflicting Provisions 

Indiana.—Question: Please refer to your answer to “Indi- 
ana” on page 842 of The Traffic World of April 6, 1929. 

We have noted carefully your interpretation of the conflict 
referred to, and the situation in your answer is in one respect 
the exact situation which has happened in our case, that is, 
the restriction on Wabash grain as carried in Agent Jones’ 
Tariff 245-D, I. C. C. 2046. However, we do not operate under 
Jones’ tariff 301-C, I. C. C. 1970, which you metnion, and it does 
not have any territorial restrictions. 

The transit tariff under which we operate is C. C. C. & 
St. L. Ry. Circular N-326, I. C. C. 8292, and you will note under 
item 280, that this milling-in-transit tariff specifically provides 
for the milling of grain originating at certain points on the 
Wabash Railroad milled in transit at Lawrenceburg, Ind., and 
the product subsequently reforwarded to points in the trunk 
line territory. 

We believe that after reading this item you will take an 
entirely different view on this matter, since it is so specifically 
authorized in the individual line tariff named, under which 
we operate exclusively. 
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Since the C. C. C & St. L. Ry. Co. authorized this Drivile 
specifically as they do, we don’t see how they can collect “a 
claims on which settlement has been made on the basig autho. 
ized. , 

Answered: We agree with your interpretation. In oy 
answer of April 6 we necessarily assumed some transit tarit 
for the purpose of illustrating how that sort of conflict betwee, 
transit and line-haul tariff would, in our opinion, have tg be 
construed. We pointed out that the line-haul tariff took Prece. 
dence, it being the more specific and therefore controlling, That 
was the situation involved in the Peters Mill Company cage Cited 
C.C. C. & St. L. I. C. C. 8292, however, grants in a very specif, 
manner, transit on this Wabash grain at certain Indiana mil] 
points and specifically provides the products may be reshippeg 
under the rules therein to points east of the western termi; 
of trunk lines. This is either diametrically opposed to the pro- 
visions of Agent Jones’ Tariff 245-D, I. C. C. 2046, or is eyey 
more specific than the non-application provision in the Joney 
tariff. The transit tariff is part and parcel of the rate tari 
It is incorporated in the rate tariff by the omnibus clause at 
the latter. The transit rules published in this tariff are part 
of the conditions and privileges attaching to the rate itself, |p 
our opinion, it is as if the C. C. C. & St. L. transit rules of 
this circular were published outright in the Jones’ tariff. 1 
these Big Four rules were so published we would have to gay 
that either the Big Four transit rules on this particular Wabash 
grain are more specific than the non-application now carried 
in the Jones tariff, or that there is conflict between the Big 
Four transit rules and the Big Four’s non-application now car. 
ried in the Jones’ tariff. We cannot overlook the fact that this 
agency rate tariff is also the local and joint publication of the 
Big Four, nor that the Big Four says in one paragraph that 
tris transit will apply and, in another, that it will not apply, 
The two sets of rules published in a single tariff would appear 
substantially thus: 


Rates published herein from stations on the Wabash will not 


apply on shipments given transit at points west of the Western 
Termini of Trunk Lines, and rates published herein from (certain 
named) stations on the Wabash will apply on shipments given transit 
at (certain) Indiana mill points and the products reshipped to points 
east of the Western Termini of Trunk Lines. 


Looking at the tariff as a whole, the latter provision would 
have to be construed, we think, as an exception to the former, 
Our view is that the situation is no different in that the former 
is published in one tariff and the latter in another. Both are 
filed with the Commission and the shipper and carrier are 
equally chargeable with knowledge of their provisions. For 
this reason the rule that ambiguous provisions are to be con 
strued the more strongly against their framers should be ap- 
plied here and not be confined to ambiguous provisions pub 
lished in the same tariff. The filing of these schedules pur 
suant to section 6 of the act, in our opinion, makes them one. 
The Big Four cannot on one tariff page offer the transit spe 
cifically and on another say it is not available. What it can 
not do with two separate pages of the same tariff, it should 
not be permitted to do with two separate pages, each in a dif: 
ferent tariff. 


Transit Privileges—Routing Restricted Giving Transit Line Its 
Long Haul 


Kansas.—Question: Agent Johanson’s 47-M, I. C. C. 2039, 
publishes through rates from points on line A to Louisiana 
points on line B, routing through Oklahoma Junction points. 

Shippers desire storage in transit privilege at directly inter- 
mediate points on line A for shipment to line B points, under 
line A transit circular I. C. C. 10626. Line A refuses to grant 
transit privileges in connection with line B to Louisiana com- 
petitive points, due to the fact that routing in connection with 
line B does not permit them the long haul to Texas or Louisiana 
junction points. They rely on the provision of paragraph 4, 
page 76, of I. C. C. 10626, as giving them that right, inasmuch 
as Johanson 47-M shows routing in connection with line C 
through Texas junction points to same destination. Consigneé 
specifies line B delivery on account of transit privileges at the 
Louisiana po‘nts, and cannot accept line C delivery. ‘ 

This attitude, we believe, is contrary to provisions of item 
10 of line A Transit Circular I. C. C. 10626, and neither do we 
believe it correctly interprets paragraph 4 of item 1440, which 
specifically states that the long-haul provisions of the circular 
apply “except when tariff covering shipment does not show 
route via Santa Fe and junctions in Louisiana or Texas, for 
destination involved.” Would you not consider this a violation 
of section 15, paragraph 8, of the interstate commerce act, which 
gives the shipper the right to specify his own routing? Para: 
graph 8 of section 15 specifically states that where the ta 
covering the shipment provides more than one route to a given 
point, shipper may specify either route for delivery, and that 
it is the duty of the participating carriers to adhere to such 
routing. 

Answer: 


We do not see anything in the situation 48 4 
lined which violates the provision in paragraph (8), sectl 
15, of the interstate commerce act, which gives the shippe 
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the election as to route when more than one is available. Both 
the routes through Oklahoma which would short-haul the transit 
line, and the route through Texas which would give the transit 
line its long haul, to Louisiana, are available to you at the ap- 
plicable rates via those routes. The fact that you have transit 
privileges available via one route and not via the other does 
not contravene your right to ship via either route you may 
select. Section 6 of the act requires, however, that you shall 
pay no more and no less than the rate applicable via the route 
you do select. The transit line here does not say you cannot 
ship via the Oklahoma junctions, but in effect does provide that 
if you do so route your shipment you will not be given the 
benefit of transit privileges which are available via the routes 
through the Texas and Louisiana junctions. 

Paragraph 4, item 1440, A. T. & S$. F. I. C. C. 10626, con- 
taining the exception which you quote merely provides that 
if there happens to be no through route giving the A. T. & S. F. 
its long haul, the stipulation of long-haul routing in the transit 
circular will not apply, and you can then use the other routing. 
Item 10 of this tariff merely provides that the provisions of the 
transit circular are not to be construed as contravening the 
routing provisions of the through rate tariffs. This means, in 
eur opinion, that if the through rate tariff provides certain 
routes the transit circular does not contemplate adding new 
routes or authorizing the use of routes, lines, or junctions, not 
authorized in the routing provisions of the through rate tariffs. 
This, in our opinion, is consistent with the provisions of para- 
graph 4, item 1440. 

That a carrier may restrict transit to its long-haul routes 
so long as it does not result in unreasonable routing, is set 
forth in Arkansas Pass Channel & Dock Co. vs. G. H. & S. A,, 
27 I. C. C. 403 (414); Concentration of Cotton at Arkansas 
Points, 29 I. C. C. 106; Transit Privileges on Lumber at Nash- 
ville, 58 I. C. C. 444; Transit and Routing on Cotton, 77 I. C. C. 
724, and various other cases. In 29 I. C. C. 106, the Commis- 
sion said that such tariff provisions “wouid not deprive the 
shipper of the right reserved to him under section 15.” 


Shipper’s Load and Count 


Louisiana.—Question: Will appreciate your advising if there 
is any court ruling covering shortage where the shipment was 
received shipper’s load and count, seals being disturbed by 
the carriers, part of contents removed from car, due to over- 
load, and checking short at destination. 

One of our buyers made a shipment consisting of a certain 
number of bags, which lading was shipper’s load and count, 
and on arrival of car at first junction, same was weighed by 
the carrier, and found to be overloaded. Carrier disturbed the 
shipment, removed the excess load, permitting the original car 
to go forward, and the balance to follow. When both cars were 
delivered to our plant, the out-turn developed several bags short. 
Claim has been filed and declined, account shipper’s load and 
count. 

We are inclined to believe that, since the carriers dis- 
turbed this shipment in transit, even though it was due to being 
overloaded, the burden rests with them to prove that the short- 
age was not due to their disturbing the shipment. 

Any decision that you can refer us to, citing same, will 
be appreciated. 

Answer: We can locate no decisions of the courts in which 
the question you raise has been at issue, but, in our opinion, 
the transferring of a portion of the load by the carrier does not 
ehange the rule that the burden of proof where a shipper’s load 
and count notation is placed on a bill of lading is upon the 
shipper in the first instance to show that the amount specified 
in the bill of lading was actually delivered to the carrier. 


The fact that a portion of the shipmenc was transferred in 
transit because of overloading is a circumstance to be consid- 
ered in determining the liability of the carrier for the shortage 
if the shipper has met the burden of showing by a prepon- 
derance of evidence the delivery to the carrier of the amount 
specified in the bill of lading. It, however, does not shift this 
burden from the shipper to the carrier, or, rather, place the 
burden upon the carrier, to show that the amount specified in 
the bill of lading was not delivered to it for transportation. 


Rates—Published Tariff Rates Must Be Assessed 


Missouri.—Question: A few months ago there was an arti- 
cle in The Traffic World, we believe, under the heading of 
Current Topics in Washington, in which there was discussion of 
the Commission’s decision regarding reconsignment charges 
where rates to and from the point of reconsignment were 
charged, and it was pointed out that the Commission uniformly 
found that the reconsignment charges in such cases would be 
unreasonable and to order refund, but no correction had been 
made in the tariff and shippers had to bring an individual case 
each time if they were to recover these charges. 

We have filed some such claims with the carriers and they 
were declined on the grounds that the tariff provides for the 
charge and the carriers must collect the tariff charge. The 
question now arises if the Commission decides that certain rules, 
privileges or charges are not applicable while the tariff pro- 
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vides for their application, can the carriers deprive the shi 
of those privileges or rates until they have been chan Dper 
canceled in the tariff? Sed 

Please give your opinion and cite any cases bearing the 

Answer: Section 6, paragraph 7, of the interstate _ 
merce act provides that no carrier shall charge, demand co 
or receive a greater or less or different compensation for t 
portation services than the rates and charges “which 
fied in the tariff filed and in effect at the time.” 

In Davis vs. Portland Seed Co., 264 U. S. 403, the Court sais 
that the statute requires rigid observance of the tariff withon 
regard to the inherent lawfulness of the rates specified. ™ 

Until a tariff provision has been changed in the Manner 
prescribed by law, that is, by publication in a tariff legally fe 
with the Interstate Commerce Commission, even though the 
change is ordered by the Commission, charges must be ASSesge; 
in accordance with tariff provisions filed with the Commission 
The interstate commerce act contains a provision relating ty 
the enforcement of orders of the Commission by an action ht 
court, but necessarily the order of the Commission must relate 
to and require the publication of the change by each carrier 
whose tariffs are not in conformity with the Commission's find. 
ings in a given case. Presumably, the Commission’s order 
does not run against the carriers to which you have reference 


Shipper’s Load and Count 

Louisiana.—Question: Will appreciate any advice or de 
cision you can cite which would cover the following Subject, 

We had a shipment forwarded from a private warehoug 
The car containing the shipment was sealed by the carrier; 
agent, a shipper’s load and count notation being placed on the 
bill of lading. The seals applied were carrier’s private symbol 
seals, and on arrival at our mill, car checked several bags short 
under the same symbol seals as quoted by the carrier as being 
applied. Claim had been filed and declined, due to shippers 
load and count. Understand, that the shipper loaded the car 
and the carrier’s agent was present at closing of car, and 
personally sealed same. Our contention is that, as the car. 
rier’s agent personally sealed the car, the carrier became 
party to the loading, and was in a position to know the exact 
quantity loaded. We further contend that, due to the carriers 
private symbol seal being applied, that it was possible fora 
seal to be removed and an additional seal of the same symbol 
applied, which would have never been detected by either the 
shipper or the consignee. 

Answer: Section 21 of the bills of lading act authorizes car- 
riers to place on a Dill of lading covering a shipment loaded 
by the shipper a “shipper’s load and count notation.” The 
effect of a shipper’s load and count notation in a bill of lading 
is that the carrier does not guarantee and has not counted the 
number of bundles or packages loaded in a car and it is in 
cumbent on the carrier to prove the amount delivered to the 
carrier. Dwinnell vs. D. S. S. & A. Ry. Co., 218 N. W. 649. 

In a suit for loss to a shipment moving on a bill of lading 
containing a shipper’s load and count notation, the position of 
the carrier, if it can show a clear seal record, is probably better 
than that of a shipper, provided the car was sealed promptly 
after loading and there is no dispute as to the seal being perfect 
at the time the car was delivered, even assuming, as we must, 
that it is impossible to pilfer a car without breaking the seal. 
Therefore, a carrier is perhaps really justified in declining a 
claim made on a shipper’s load and count record if the car seal 
record is, in fact, perfect. 

However, as the purpose of the shipper’s load and coutt 
quotation is to save the carrier the expense of having a repre 
sentative present at the time a car is loaded or unloaded and 
therefore if there is, in a given case, a possibility, or, rather, 4 
probability of the car having been pilfered prior to sealing, the 
shipper should be given the benefit of the doubt if he shows 
by proper evidence that the amount claimed was in fact loaded. 


are 8Deci. 


Sale of Goods for Freight Charges 


Texas.—Question: With reference to your answer on page 
918 of the April 13, 1929, Traffic World, under the captlol, 
“Storage—Notice of Unclaimed Shipment—What Constitutes. 
It appears to us that possibly your reply is not in exact 
accord with the storage tariff, it being our vunderstandins 
that carrier is not to be charged with negligent handling 
if he fails to notify shipper of an unclaimed (or refused) 
less-carload shipment unless packages are plainly marked 
“from” and show name and address of shipper. We qu 
if, in this case, storage charges may not be assessed and ve 
lected within entire period of time that goods remain on _ 

In reference to this same question, we have had the wag 
expressed that, according to section 4, paragraph B, of the ~ 
of lading contract, legal storage cannot be collected for a perio 
in excess of sixty days on shipments that arrive at destination 
and are refused and remain on hand unclaimed. Is it ig 
opinion that the bill of lading supersedes the application ° 
storage tariff legally published and in effect? » the 

Answer: As we view the question of “New York, i 
point you raise is not involved therein, the question rum? 
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tremendous train 

loads of water pipe have 
been moving for three months to points in New Jersey. 


Capacity for heavy duty transportation plus adequate 
facilities for handling with speed and economy made 
The Erie Railroad their logical route. 


Mr. Traffic Manager, you couldn't invent a shipment 
The Erie Railroad couldn’t handle. 
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to whether the notice given was sufficient, or, rather, in com- 
pliance with the tariff provisions, and not whether a notice was 
sent or should have been sent. It appears that the consignor 
received notice from the carrier, therefore, the question of 
whether the carrier was required to give notice is not involved, 
except possibly from the viewpoint that if the shipment was 
not marked so as to require the carrier to send notice, neces- 
sarily the failure of the carrier to give notice strictly in com- 
pliance with the tariff provisions would not impose liability 
upon the carrier. However, the question does not indicate that 
the carrier was not required to send notice to the shipper by 
reason of a failure of the shipper to properly mark the shipment. 

Regarding the last paragraph of your letter, inasmuch as 
the bill of lading provisions, that is, paragraphs b, c, d, and e 
of the Uniform Bill of Lading Contract Terms and Conditions, 
and not the storage tariff, govern the sale of goods for freight 
charges, it is our opinion that there is no superseding of the 
application of the storage tariff, or, rather, setting aside of the 
provisions thereof in decisions of the courts which hold that a 
carrier must sell goods within a rasonable time and may not 
assess storage charges for an indefinite period, pending the 
sale of the goods. While the carrier may collect storage 
charges during the time goods are held either because of a 
refusal or because they are not claimed at destination, there 
is nothing in the storage tariff which specifies the length of 
time a carrier may hold such goods, the bill of lading provisions 
governing its right to either place the goods in public storage 
or sell the goods for freight charges. In several decisions, the 
courts have laid down the rule that a carrier must sell the 
goods within a reasonable time and not unduly penalize the 
shipper by allowing storage charges to accrue for an indefinite 
length of time, pending the sale of the goods. 


Limitation of Actions—Overcharges 


Georgia.—Question: November 12, 1925, there was shipped 
from Moultrie, Ga., to Tampa, Fla., five bales, 96 cotton pads, 
freight charges collect. The shipment was delivered and freight 
chairges paid at Tampa on December 19, 1925. 

October 6, 1928, an overcharge claim, based on error in 
rate, was filed against the shipment, such claim being presented 
direct to the carriers. Carriers were unable to complete their 
investigation before December 19, 1928, on which date the three- 
year period allowed for recovery of overcharges expired. Sub- 
sequent to December 19, 1928, however, the carriers have de- 
veloped that the shipment was actually overcharged. 


The claim has never been led with the Commission, nor 
have the carriers ever advised the claimants in writing of dis- 
allowance of the claim. 

Kindly advise whether or not, in your opinion, payment of 
the overcharge is barred account period of limitation having 
run, or does the fact that the claim was presented carriers 
within the three-year period and never declined, even though 
it has never been filed with the Commission, stay the limitation 
and allow settlement to be made. 

Please support your opinion with 
ference ruling, if possible to do so. 

Answer: In accordance with subdivision (c) of paragraph 
3, of section 16 of the act, you have six months from the time 
notice in writing is given by the carrier of the disallowance of 
your claim, within which to file a complaint with the Com- 
mission or an action at law for the recovery of the overcharge 
which is the subject of the claim, your claim having been pre- 
sented to the carrier within three years from the date of the 
delivery of the shipment. See the Commission's decision in 
Globe Malleable Iron and Steel Co. vs. B. & O. R. R. Co., 139 
1. ©. €., 286, 239. 


Apparently, the disallowance of the claim by the carrier is 
a condition precedent to the running of the six months’ period 
provided for in subdivision (c), of paragraph 3, of section 16. 
Therefore, action on your claim on the part of the carrier must 
be had before you can present the claim to the Commission. 
In this connection, we refer you to the Commission’s opinion 
in Tyson & Jones Buggy Co. vs. A. & A. Ry. Co., 17 I. C. C. 330. 


court decision or con- 


RADIO TELEPHONES ON TRAINS 


Development of use of the radio on trains in the United 
States is not abreast of the development along that line in 
other countries, according to remarks in the Senate of Senator 
Dill, of Washington. The senator had read a statement with 
reference to use of the radio on Canadian trains by Oswald F. 
Schuette, executive secretary of the Radio Protective Associa- 
tion, in which Mr. Schuette said radio trust agreements had 
prevented use of radio on trains in the United States. Senator 
Dill said the question of why railroads in the United States 
were not using the radio telephone would be inquired into at 
the hearings on the communications bill before the Senate inter- 
state commerce committee. 
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TIME AND RAILWAYS 


During each second of each hour of each day last y 
the railways of the United States handled 15,125 ton-miles) 
1,000 passenger-miles, earned $1,936 in operating revenye - 
pended $1,402 in operating expenses, including $994 ald © 
wages to employes, and paid $12.34 in taxes to the tedent 
state and local governments, according to J. H, Parmelee . 
rector of the Bureau of Railway Economics. These facts Aa 
referred to by Mr. Parmelee in an address May 8 before the 
Horological Institute of America on ‘Time Values and the 
Railways.” 

Importance of the time element in operation of the Tail. 
roads was emphasized by the speaker. 

“The most obvious characteristic of railway train Operatio; 
is that it is on a _ schedule basis,’ said he. “While public 
schedules apply particularly to the passenger service, the CUs- 
tom of running important freight trains on the basis of a pub. 
lished schedule is growing. Some railways issue booklets de. 
scribing their principal freight trains, and indicating the tine 
schedules for each train. In many cases, these trains are name 
as well as numbered, and have taken their place in the rajlway 
Hall of Fame. But whether schedules are published or not, 
every railway train must be operated according to a dispatch. 
er’s schedule.” 

Mr. Parmelee said he thought it would be agreed that mij. 
way train operation—the backbone of rail transportation gery. 
ice—depended on time as one of its vital elements. 

“This is recognized by passengers and shippers, is watched 
by public authorities, and is regarded by railway men as 4 
basic feature of safe, efficient and serviceable transportation,” 
said he. 

Pointing out that his talk would occupy perhaps 35 minutes 
of time or about 2,000 seconds, the speaker said that in that 
short period of time the railroads would have handled 30,000,000 
ton-miles and 2,000,000 passengers, earned $3,872,000 in oper. 
ating revenue, expended $2,804,000 in operating expense, paid 
employes $1,788,000 in wages, and met a tax bill of $24,680. 

In a large sense, continued he, and looking at the matter 
broadly, every class of railway employes were more or less 
definitely bound up in the time factor of railway operation. 

“Disrupt the working schedules of any class and the result 
will soon be manifested in every train on the line, slowing down 
the tempo and breaking down the morale,” said he. 


Time and Efficiency 


Mr. Parmelee said it was clear that effective operation of 
the railroads, considered in the final result, consisted of the 
speedy movement of trains, and the prompt handling of freight 
and passengers. He discussed efficiency factors in railroad 
operating involving the time element, adding: 


In discussing these factors separately, I will indicate with re- 
spect to each the progress or improvement that has been made 
by the railways since 1920. As you may know, this period of about 
nine years since the railways emerged from war-time operation by 
the government has exhibited a remarkable forward movement Il 
railway efficiency. These factors all bear evidence to that fact, 
and I shall later indicate what this progress has meant to the 
nation in the form of economic benefit. 

Freight Train Speed—This factor, measured in 
average mileage made by a freight train for each 
terminal and terminal, rests fundamentally on the 
The distance covered, divided by the elapsed time, produces the 
result. This factor has risen from 10.3 miles per hour in 1921 
to 12.9 miles per hour in 1928, or 25.2 per cent. To date in 192%, 
there has been a further improvement over 1928. 

Freight Locomotive-Miles per Locomotive Day—This factor, to- 
gether with the corresponding factor for passenger locomotives, I- 
dicates the average daily movement of engines in train service. 
These two factors averaged about the same in 1928 as in 1920, but 
if allowance be made for the greater proportion of locomotives held 
in reserve storage in 1928, there was considerable improvement over 
mag aes factors have also shown appreciable improvement to date 
in 1929. 

Freight Car-Miles per Car Day—This is another factor directly 
involving time and speed. The factor has shown a marked increase, 
from 25.1 miles per car-day in 1920 to 31.3 miles in 1928, an Im 
provement of 24.7 per cent. There has been a further increase of 
nearly 8 per cent so far in 1929. 

Gross Ton-Miles per Train-Hour—This factor involves the load- 
ing of a freight train, the tare weight of the cars, and the speed at 
which the trafn travels. It indicates the total weight moved a given 
number of miles in the course of an hour of time. This factor cor 
responds closely to the next one—net ton-miles per train-hour— 
which measures the weight moved one mile in an hour by @ freight 
train, exclusive of tare weight. Both these factors have increase? 
markedly since 1920, the percentages of improvement being 59 Pe 
cent in the case of gross ton-miles per train-hour and 39.8 per cent 
in the case of net ton-miles. Both factors have also shown further 
improvement in 1929, to date. . 

Net Ton-Miles per Car-Day—This factor is the weight in 4 
freight car, multiplied by the number of miles traversed by the Cal 
in the course of the average day. It involves units of weight, distancé, 
speed and time. The factor has improved from 498 in 1920 to 526 in 
1928, a gain of 5.6 per cent. This year to date there has been 
added gain of 10 per cent. 

Fuel Consumed—The final two items relate to the consum 
of fuel by locomotives in the freight and the passenger service. *" 
time element enters into these two factors through the fact that 7 
reason for the improvement that has taken place is the reduction © 
delays between terminals, that is, increased average speed per hour. 
Again, delays at the terminals have been much reduced by making 
the runs longer, thus avoiding the necessity of wasteful consump: 
tion while awaiting a load, and also reducing the number of times 
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or EOGRAPHICALLY, “The Southwest” 

comprises a group of four Southern and 

Western states—Texas, Oklahoma, Arkansas 

and Louisiana. Commercially, it is a market 

empire—one of America’s greatest unit market 

zones, with more than 12 million population 

and annual buying power of over 6 billion 


dollars. 


fFiguratively, “The Southwest” denotes a 
young, growing country, with a youthful spirit 
of ambition and progress. Having tremendous, 
largely undeveloped, resources—in basic raw 
materials, in fuel, in available labor—the 
Southwest presents American industry with 
manufacturing opportunities such as existed in 
the North and East 25 and 50 years ago. Op- 
portunities to grow with a growing market! 
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‘A Complete Market Analysis of Dallas and 
the Great Southwest,” which we have prepared 
for business executives, is based on the surveys 
of leading Eastern industrial engineers. This 
book is invaluable to executives charged with 
the responsibility of locating sales or manufac- 
turing branches. Write for it—on your business 
letterhead, please. 
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an engine is fired and is dumped in the course of a month. These 
and other matters involving time have led to a large gain in fuel 
conservation. Between 1920 and 1928 fuel consumption per unit of 
result was reduced—that is, improved—by 26.6 per cent in the freight 
service and by 20.2 per cent in the passenger service. 


Economic Value of the Time Factor 


“To evaluate the time element in railroading is not easy, 
but a few comments will indicate its tremendous importance 
to the railways and to industry,” continued Mr. Parmelee. 

“Taking the average distance moved by a freight car in a 
day, for example, it has been estimated that every mile added 
to that daily average is equivalent to adding 100,000 freight cars 
to the total of railway freight equipment. The increase of 
more than five miles per day since 1920 is thus equivalent 
to 500,000 freight cars. In other words, we are handling more 
freight traffic with fewer cars today than nine years ago, prin- 
cipally because car movement has been speeded up. Trains 
are moving faster, and delays—that is, wastes of time—have 
been reduced. The virtual addition of 500,000 cars to the rail- 
way plant through this speeding up means a saving of perhaps 
$750,000,000 in new capital, $45,000,000 in the annual cost of 
such capital, another $30,000,000 to $40,000,000 for annual de- 
preciation charges, and $75,000,000 for repair charges per year. 

“Take the item of reduced fuel consumption. A recent 
estimate indicates that every reduction of a pound of coal per 
1,000 gross ton-miles represents a saving of more than $3,000,000 
per year in the railway fuel bill. The reduction of more than 
30 pounds from 1920 to 1928 was thus equivalent to a reduction 
of perhaps $90,000,000, an appreciable part of which is due 
to the reduction of time waste in the use of fuel. 

“Again, the increased speed with which goods are now 
moving by rail, as compared with eight or nine years ago, has 
contributed hundreds of millions of dollars annually to industry. 
Just how much cannot be computed, but it is generally recog- 
nized that the benefit to our economic activity has been almost 
beyond measurement. Industrial processes have been speeded 
up, delays due to irregular transportation service have been cut 
to a minimum, car shortages have disappeared, car congestion 
(that is, delayed movement and waste of time) is a thing of 
the past, and the necessity for carrying large industrial stocks 
by manufacturers, wholesalers, and retailers has been much 
reduced. 

“In an article in Harper’s Magazine in 1923, Charles Pierce 
Burton estimated that reducing the average time of goods in 
transit one day alone would reduce the annual interest charge 
against those goods by more than $18,000,000. As a matter 
of fact, the average turn-around time of a freight car today 
is probably one-third less than eight or nine years ago, and 
the interest charges alone so saved the shippers must be at 
least $50,000,000 per year. In addition, they are saving the 
excess cost of carrying unnecessarily large stocks, which would 
doubtless aggregate hundreds of millions in capital tied up and 
in annual interest charges. 

“I could spin this analysis out considerably, but it would 
only reiterate and emphasize what I have already tried to indi- 
cate, namely: 

1. That time is of the essence of railway operation. 

2. That every railway employe has a direct or collateral interest 
in the time factor. 

3. That every minute counts in railway operations, and that the 
railways have been counting their minutes to good effect since 1920. 

4. That the majority of the accepted railway factors of efficiency 
involve the time element. 

5. That all these factors have shown improvement since 1920, 
ranging as high as 50 to 60 per cent. 

6. Finally, that these improved time values in railway operation 
have saved the railway millions of dollars each year, and American 
industry hundreds of millions. 

So does the value of a minute of time in railway operation, 
when multiplied by the millions of daily movements, mount up 
into tremendous amounts of economic gain to the country. So 
does the ‘inaudible and noiseless foot of time’ make its foot- 
prints sink deep into the transportation consciousness of the 
nation. 

“So is it made clear that the railway industry as.a whole, 
and individually, has a lively interest in any activity, such 
as that of the Horological Institute, which looks to the improve- 
ment of our timepieces and other instruments of precision, and 
to the creation of a trained personnel to maintain those instru- 
ments.” 


TRANSPORTATION COORDINATION 


Editor The Traffic World: 

I have just read, with deep interest, your editorial in The 
Traffic World of May 4, entitled “Transportation Coordination,” 
and feel that you have struck the keynote in suggesting that 
the coordinated service “should come only with the provision 
that all the branches of the service should be regulated in the 
same degree—that the Interstate Commerce Commission should 
have supreme control.” 


On February 25, 1929, I was given the opportunity of ex- 
pressing my views on this subject to the motor transport divi- 
sion of the American Railway Association. I said then: 
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I have had one particular thought with respec 
service which I have expressed to some extent oe one mater truck 
sions, particularly in our Trans-Missouri-Kansas Shippers’ 6” cca. 
Board Conferences, which may, or may not, be practical.» Advisor; 
less, I feel that there is in this thought a fundamental ometthe- 
which is worthy of consideration at least. It is this: Ib orinelble 
in all fairness to the rail carriers, and for the ultimate beregtta 
the public, every railroad chartered through a given territee of 
of course, they are), should have the first right, and be a Ory (as, 
that right in developing its transportation facilities by thee in 
motor trucks on the highways adjacent to the rail lines oo 
territory covered by the railroad charter, so that all om all the 
within that territory, originally dependent upon the rail carrie 
transportation, may have the full benefit of all the available fas for 
of the railroad through this use of the motor truck and bus Melltieg 

Of course there are many features involved in this whi h 
. my mind a A semen en proposition, and no doubt will cones -_ 

1e vision of others who may be please O give it care un 
eration. P , a Se Consid. 


I believe that marked economy might be practiced by the ri 
carriers in this manner, particularly in the distribution of shay Tail 
load shipments, which eventually will redound, of course €88 car. 
benefit of the public. » to the 
‘ There is another feature which appeals to me as bei ; 
importance to the public, and that is, that were the rail per 
thus privileged to expand their facilities the public would he ae 
occasions dealing with responsible carriers, not only fully e on = 
to perform the service but subject to the jurisdiction of state nn 
federal authority with respect to all features of their transport: tion 
just as they are now under the jurisdiction of those hodies tation, 
operation of their rail facilities. Mm the 


Hence you can readily perceive why I thorough] 
your attitude. a 
P. W. Coyle, Traffic Commissioner, 
St. Louis Chamber of Commerce 
St. Louis, Mo., May 7, 1929. 


LACKAWANNA CHANGES 


Editor The Traffic World: 

The retirement of Patrick J. Flynn from the Lackawanna 
vice-presidency and the promotion of Nat Duke, Joe Byrne and 
others, recall to an old retired veteran many pleasant associa. 
tions with these gentlemen. 

Years ago, at Oswego, I spoke with John Sheridan, agent 
of the Lackawanna, and naturally referred to Mr. Flynn with 
enthusiasm. Sheridan told me that, having once driven Mr. 
Flynn through the principal streets, returning him to his private 
car, he was nonplused by the vice-president saying: “John, 
I am surprised that so many Irish are prominent in Oswego.” 

Sheridan told me he hardly knew one Irishman but himself 
in town, when Mr. Flynn added: “Their names are all over 
town—Bamberger and Cohen, Julius Goldstein and Sons, Levin- 
son, Isaacstein and Co.” 

The traditions of B. D. C. and Pat 
Are safe so far’s I can see with Nat. 
Hail! short line to Buffalo! 
George Cullen’s Lady Phoebe Snow! 
From Charlie Tiffany, retired also. 
Boston, Mass., May 3, 1929. C. H. Tiffany. 


FRUIT AND VEGETABLE CONTAINERS 


The Department of Agriculture, in Farmers’ Bulletin No. 
1579, describes containers used in shipping fruits and vegetables. 

“Five types of containers are used in shipping fruits and 
vegetables—baskets, crates, boxes, barrels and sacks,” it is 
stated in the foreword. ‘The containers used for shipping 4 
given commodity may vary widely in different sections of the 
country. 

“The increase in the production of fruits and vegetables, 
the increase in carload shipments of these commodities, the 
development of producing sections, the introduction of new 
types of containers, the penetration into one section of types 
of containers popular in other sections, and the keen compe 
tition between many producing sections have served to stiml 
late interest on the part of farmers in the containers used 
throughout the country for the fruits and vegetables they grow 
and ship. Without recommending one type over another, this 
bulletin sets forth, under each commodity, what containers are 
used and those most favored by important shipping sections. 

Copies of the bulletin may be obtained from the Superit- 
tendent of Documents, Government Printing Office, Washington, 
D. C., for 10 cents each. 


TELEPHONE COMPANY EARNINGS 


Operating income of large telephone companies reporting 
to the Commission amounted to $22,275,893 for February, a 
increase of 12.4 per cent as compared with the income for 
February, 1928, according to compilations made by the bureau 
of statistics of the Commission from company reports. 

For January and February the operating income amounted 
to $47,044,130, an increase of 14.8 per cent as compared with 
the income for the corresponding period of 1928. 

The number of company stations in service at the end of 
February was 15,979,662, as compared with 15,074,901 at the 
end of February, 1928, an increase of 6 per cent. 
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McBEE 
Rate Desk 


OMBINES desk and 

filing facilities, sav- 
ing floor space. As a file 
for numerous Traffic De- 
partment records, it saves 
time wasted on frequent 
trips between desk and 
filing cases. 
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HIPMENTS under through bills of lading 

are moved across the border with utmost 
expediency; movement to final destination is 
resumed without delay, once shipments are 
cleared through customs house. 







Customs Agencies 


The National Railways of Mexico maintain official cus- 
toms agencies at El Paso, Eagle Pass, Laredo and Browns- 
ville, Texas, which are fully equipped to handle all 
shipments. The employment ofthese agencies affords 
many advantages, particularly in billing all customs and 
incidental charges including importation duties to be 
collected at destination. 
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Unequaled Efficiency 


Traffic Departments 


This equipment will materially increase the output of 
work in Traffic Departments by saving the time ordi- 
narily wasted in trips between desk and file, and 
by making available more floor space for productive 
effort. From every Traffic Department where McBee 
installations have been made comes the story of better 
work and more alert workers. 
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Vertical Flat Files 


N assembly near 
clerk’s desk puts rec- 
ords within easy reach, 
saving time. Each drawer 
is a separate unit, permit- 
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TRAFFIC MANAGEMENT SURVEY 


Specific examples of waste resulting from failure of other 
departments to cooperate with traffic departments are cited 
in questionnaires returned to the transportation division of the 
Department of Commerce in connection with the industrial 
traffic management survey being conducted at the suggestion 
of the Associated Traffic Clubs of America. Not giving the 
traffic department complete information as to their activities 
is claimed to prevent it from rendering the maximum assistance. 
Among instances cited are changing the sources of supplies 
of raw materials without notifying the traffic department and 
having the rates checked to ascertain whether or not they were 
out of line with rates paid by competitors in other commmuni- 
ties. The use of express service when freight service should 
be used, and vice versa; failure to furnish consignors with 
specific routing instructions; allowing consignors to forward 
shipments in less-than-carload lots when they could have been 
consolidated in carload lots; using larger cars than necessary 
in forwarding carload lots, resulting in consignees paying 
charges on a higher minimum weight than necessary. 

Another company cites the promiscuous transmitting of 
lumber, especially surfacing or kiln drying, at points too far 
removed from the origin of the shipment. As through rates 
are protected on the net outbound weight from the transit 
point, whether 10 or 100 miles from the point of production, 
exorbitant freight amounting on occasion to 20 to 25 per cent 
is sometimes paid on the waste, if transit service is sought 
at the more distant points. Consultation with the traffic de- 
partment, it is claimed, would obviate this difficulty. 

A wood manufacturing firm in the south mentions as an 
important service of its traffic department the furnishing of 
specific routing instructions on orders, to insure protection of the 
lowest published rate, and requiring the rate to be shown on 
the bill of lading. Among advantages claimed for the practice 
are: 

1. Reducing overcharge claims to a minimum. The firm claims 
that its traffic department is better informed in the manner of rates 
and routing on lumber than the average railroad agent and that on 
shipments so tendered the responsibility rests with the initial line 
we the lowest rate available via bill of lading route or other- 

2. Specific intermediate routing is valuable to the buyer or con- 
signee, enabling him to intelligently reconsign a car or place a 
turnover order with the delivering line, which is reported not un- 
common in the wholesale lumber business. 

3. An actual financial saving to both the buyer and the seller is 
claimed for specific routing when the stock is urgently needed, as 
it enables the consignee to trace the car from his end instead of 
wiring the shipper to ascertain route, trace, and advise location. 


CHICAGO SHIPPERS’ CONFERENCE 


That the use of container cars is “bound to come” and 
that they will be in general use everywhere in five or ten years, 
was predicted by J. A. Brown, assistant vice-president, Missouri 
Pacific, speaking before the monthly meeting of the Chicago 
Shippers’ Conference Association, May 8. Although some testi- 
mony was introduced at the hearing in the general investiga- 
tion, by the Commission, of container service to the effect that 
it did not, in and of itself, represent an economic saving, he 
declared that, in his opinion, it was safe to say that it was 
generally agreed that it was economically sound and was here 
to stay. 

In the course of his address he detailed the development of 
the service and the experiences of the roads that had used the 
containers, stressing the fact that the system had not been 
perfected but that a start had to be made and that it was only 
through actual experience the necessary wisdom could be ac- 
cumulated so that the full benefits might be obtained. 

He pictured the ultimate result as a revolution in the han- 
dling of merchandise and less-carload traffic. The introduction 
of the container car was, he said, the first substantial change to 
be introduced in the physical handling of goods by the railroads 
for fifty years. The attention of the Missouri Pacific had first 
been directed toward it, he said, in the hope of finding some 
means of successfully competing with the automobile. 

In particular, he dwelt on the advantages that would accrue 
through the introduction of a new type of container car recently 
developed. The car holds six containers and when loaded is 
similar in appearance to a standard forty-foot box car, according 
to his description. It is so constructed that the sides of the 
gondola can be let down and a container set off onto a platform 
built to the requirements without the use of a crane. The 
container can not only be used by private shippers and for- 
warding companies in the future, he held, but will be used 
by the railroads to consolidate less-carload shipments for given 
destinations. The usual procedure would be the discharge of 
full containers at way-freight stations and the taking on of 
empties. Time would be saved in unloading and a single con- 
tainer, in a great many instances, would displace the necessity 
of shuttling partially loaded cars about the country. 


Some of the advantages that would accrue to the shipper 
under the system he enumerated as follows: Reductions in total 
transportation cost; reduced handling; a reduction in the weight 
of shipments, because of minimized packing necessities; elimina- 
tion of pilferage and damage; and more expeditious handling. 
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Among the advantages the carriers would derive h 
the following: Saving of freight house labor; reduction in 
bill expense (the experience of one railroad under the out 
had been that only one-eleventh of the normal number ho 
bills was required); greater revenue a car-mile, through neh 
loading; saving in equipment (experience indicated that ond 
chandise loading to the car would be doubled or tripled) 
elimination of claims due to either pilferage or negligence 
savings at terminals in time, labor, etc., and release of fret, 
house space. 8 

On the showing that had already been made, he hejg “th 
system is amply justified.” — 

At the conclusion of the address, a number of Questions 
were asked with respect to features of the service, pm 
others, J. P. Haynes, president of the association, Said te 
understood the question had been raised as to whether the 
container could be used as successfully in the west under oo. 
ditions of lighter traffic density than prevailed in the ay 
Would the problem of an empty return complicate the situation 
out of such cities as Chicago and St. Louis? Mr. Brown Was of 
the opinion that this would prove no more difficult than the 
existing problem of empty return on standard equipment, 


Chicago Electrification 


© liste 


In the course of the business of the meeting, attention was 
called to the fact that two bills were pending in the Ilino 
legislature which, if passed, would require immediate electrif. 
cation of all railroad facilities in the Chicago district, yy; 
Haynes expressed the view that the Chicago shippers shoyjj 
inform themselves with respect to them and that appropriate 
action should be taken. The discussion seemed to indicate tha 
those present viewed the proposed legislation unfavorably 
Concern was, apparently, somewhat ameliorated by the fact tha; 
it was the general view that passage of the legislation seemeg 
improbable. The great burden that would be imposed on the 
railroads financially by an arbitrary program of electrification, 
coupled with the threat to shippers that a great many private 
sidings would be eliminated by the physical difficulties that 
would be presented, were among the objections registered. By 
resolution, the matter was placed in the hands of the legislative 
committee to take such action as it saw fit, subject to the 
approval of the executive committee. 


TRUNK LINE HEARING ON PIER STORAGE 


The Trunk Line Association has issued notice of a public 
hearing to be held at its offices May 14, at 10:30 a. m,, to con 
sider conditions that may arise as a result of the order of 
Supreme Court Justice McCook, requiring the carriers to dis- 
continue storage on specified piers in Manhattan. Shippers 
and receivers of freight have been asked to attend the session. 

The changed conditions arose out of the _ proceedings 
brought by the Warehousemen’s Association of New York for 
a writ of mandamus against Dock Commissioner Cosgrove, ask- 
ing that official to prevent the New York Central Railroad, 
Lehigh Valley Railroad, Baltimore & Ohio Railroad, and others 
from using the piers leased by them on the North and East 
rivers for warehouse or storage purposes, particularly on Piers 
21, 33, 34 and 44, East River, and the pier at the foot of West 
Forty-second street. The writ was granted April 11, with the 
provision that the railroads should not be prevented from stor- 
ing merchandise on the said piers “for a period not to exceed 
fifteen days—of goods received by them at their respective piers 
for further transportation or for delivery thereof, and in order 
to permit the several railroad companies affected by this order 
to adopt practices and file tariffs in accordance with its pro 
visions, this order shall not be effective until sixty days after 
the date thereof.” 

The merchandise that the petitioners particularly referred 
to in their original complaint was newsprint, which had been 
stored there by several daily newspapers. The complaint 
stated further that some of this newsprint had been stored for 
three weeks, some two months, and some even longer, on the 
one pier. : 

The court, while holding that there had been some technical 
violation of the law, said the requirements of newspapers had 
to be considered, and that, as the court had some discretion 1 
the matter, the remedy may be withheld where the enforce: 
ment of a strict legal right will work unnecessary hardship. 

“This principle, I think, should be extended to modify o 
mitigate the strict requirements,” the court said. “It may be 
that by merely holding freight on shedded piers the railroad 
companies have not offended against section 846 of the New 
York city charter.” : 

At the meeting to be held next week consideration will be 
given to the question of appealing the decision. 


WAGE STATISTICS 
Total compensation of $223,061,510 was paid in February to 


with $221,813,08 


employes by Class I railroads, as compared arriet 


in February, 1928, according to statistics compiled from C 
reports by the bureau of statistics of the Commission. : 
number of employes at the middle of February was 1,606,250, 28 
compared with 1,608,371 at the middle of February, 1928. 
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See them this summer! You won’t know America until 


) the 
| you do. You won’t know what relaxation can be until 
you've lost your cares in the silent magnificence of sky and 
mountains—and breathed the tonic of western climate! 
sr You won't know the rainbow immensity of great canyons 
oa —until you’ve seen Bryce Canyon and Zion National 
dis. Parks, and the Grand Canyon itself. You won’t know the 
pers charm and mystery of deer-filled forests until you’ve seen 
sion. the Kaibab. You won’t know the magnificence of water 
dings hurling itself into the sky until you’ve seen the proud 


© for geysers of Yellowstone. You won’t know the breathtaking 
ask- spectacle of ocean and mountains till you visit California, O 
road, or the spell of the Rockies till you see Rocky Mountain 


‘hers National Park. 


East 
we The cities, too, are among the most interesting in the 
Vest world. Denver, the mile-high Queen City of the Plains; 
the Ogden, Salt Lake City, capital of the Mormons; Portland, 
stor: Hd of Roses; Seattle and Tacoma on lovely Puget Sound; 
ceed San Francisco, romantic and sophisticated; Los Angeles, ‘ 
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PROGRAM OF TRAFFIC CLUBS 

President T. T. Harkrader, of the Associated Traffic Clubs 
of America, has sent to member clubs a letter outlining in de- 
tail the program of the association for the current year and 
soliciting support for it as an effort to “elevate the traffic clubs 
to that high level necessary to enable them to render an un- 
selfish service to both the profession and the public.” He in- 
closes a copy of the resolution adopted at the New York con- 
vention declaring the policy to be followed for the year (see 
Traffic World, April 13), and continues as follows: 


The program outlined in this resolution contemplates among other 
things: 

Consideration of national issues of current status: In connection 
with this phase of the program we shall endeavor to conduct a cam- 
paign of education involving free discussion in the form of debate 
among members of member clubs rather than to employ the refer- 
endum plan, as heretofore. 

Subjects of national status which we 
club consider on the basis indicated during the 
are: 

(a) Railroad consolidation; (b) Motor 
mercial flying; (d) Inland waterways; (e) 
(f) Store door delivery; (g) Container cars; 
rate making. 

In event any of the subjects specified may have been considered 
recently, the interest and efforts of your club should be applied to 
the remaining subjects, provided the first three named be not elim- 
inated, it being desired especially that they be very thoroughly con- 
sidered in accordance with the program described, prior to the fall 
meeting of the Associated Traffic Clubs of America, which will be 
held in St. Louis, Mo., October 15 and 16. 

You will appreciate readily the cumulative advantages which 
will result from all of the member clubs discussing concurrently the 
three subjects particularly, giving them publicity locally and among 
the member clubs through the interchange part of the program, and 
then summing up the results developed at the fall meeting at which 
a leading authority of international reputation on each of the three 
forms of transportation will address the meeting preliminary to formal 
discussion to be participated in by members of the member clubs. 

At this meeting in St. Louis in October, we expect to have on 
the program one railroad president from the east and one from the 
west, a representative of the American Railway Association, a mem- 
ber of the Interstate Commerce Commission, a leading banker, an 
industrialist, a man high up in the government, possibly the out- 
standing figure in aviation, and one of the leaders in the automobile 
industry. As the convention will be open to all traffic club mem- 
bers, we expect a very large attendance. 

The suggestion is made that only three subjects be thoroughly 
considered before October 15, for the reason that it is realized that 
certain of the member clubs suspend their regular meetings for a 
period during the summer. 

Interchange of ideas: Under this part of the general program 
we hope to develop a better interchange of ideas among the various 
member clubs. 

One requirement is that those clubs publishing a monthly bulletin 
shall furnish a sufficient number of copies to each other member 
club to enable it to provide each working committee with a copy. 

This particular arrangement operated in conjunction with the 
one requiring the issuance monthly of a report for the board of gov- 
ernors of each member club, giving a list of activities of member 
clubs during the month, covered by report and a description of the 
new ideas or propositions considered and, or adopted, by any member 
club should insure a common understanding constantly among mem- 
bers of member clubs with respect to the extent and character of 
views and, or conclusions which have been expressed in connection 
with subjects considered. 

Speakers’ bureau: This phase of the program is based on the 
conviction that member clubs can and should furnish the names of 
local people whose assistance to the extent of discussing transporta- 
tion subjects pertaining to their immediate districts may be enlisted. 

The chairman of this bureau, E. R. Bardgett, 25 Broadway, New 
York City, will be glad to receive information concerning speakers 
qualified to discuss subjects of the character specified. 

Educational and research work: In connection with this part of 
the program, it is expected that members of the committee in charge 
will contribute data which will be of value to traffic study classes. 

You can assist in making the general program a complete suc- 
cess by holding high the ideals of your club; by requiring that de- 
tails of the program of the association be followed; and by submitting 
to the national association suggestions or detailed reports of activi- 
ties of your club which you believe may be helpful to the other clubs. 


DOINGS OF THE TRAFFIC CLUBS 


The fall meeting of the Associated Traffic Clubs of America 
will be held in St. Louis, October 15 and 16, with a meeting of 
the board of directors October 14. 


have your 
months 


should like to 
next twelve 


transportation; (c) Com- 
Intercoastal competition; 
(h) Valuation; (i) Political 


The Milwaukee Traffic Club will hold a dinner-dance and 
card party at the Hotel Schroeder May 27. 


The Transportation Club of St. Paul held an educational 
meeting at the Union Depot dining room May 7. 
vice-president, Great Northern, spoke on “Iron Ores of Minn- 


esota.” 


The Traffic Club of Memphis will hold its annual election 
at the Gayoso Hotel May 11. The twelfth annual dinner of the 
club will be held at the Hotel Gayoso May 14. Officers will be 
installed. 


The Women’s Traffic Club of Los Angeles, Los Angeles 
Transportation Club, and Harbor Transportation Club held a 
joint luncheon at the Alexandria Hotel May 6. Dr. James W. 
Fifield spoke on “Traffic Around the World.” Arrangements 
for the speaker were made through the Associated Traffic Clubs 
of America. The members of the Women’s Traffic Club and 
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the Transportation Club, and their friends, have bee 
to visit the Western Air Express Airport, Vail Field, May 1; 
through Hal Shields, general passenger agent, Western I 
Express. The visit will be in the nature of an educationa} Air 
The facilities of the field will be inspected and explained 2 
short air trips provided. and 


N invite 


The directors and officers of the Transportation Club i 
San Francisco held the annual club election high in the e 
over San Francisco April 22. A tri-motored plane of Madi, 
Air Lines was chartered for the meeting, which was called i, 
order at an altitude of five thousand feet. It was reporteg tha 
the plan proved highly successful as a means of avoiding inter. 
ruptions from phone calls, inquisitive reporters and lobbyist 
The following officers were elected: President, W. J. Martindale 
first vice-president, L. D. Jurs; second vice-president, F ¢ 
McGinnis; secretary and treasurer, H. H. Pierson. 1 


The traffic club of Sioux City will hold a meeting at the 
Chamber of Commerce club rooms May 15. A number of 
changes in the by-laws, which have been approved by th 
directors, wiil be voted on, committees will be appointed and 
activities for the coming year will be discussed. — 


The Co-Operative Traffic Association of New York held , 
meeting at the 69th Regiment Armory April 25, with an atten. 
ance of 225. A mock hearing in docket 2, Rate men and other 
against Tariff Publishing Agents, was held. John Hart seryej 
as examiner; Raymond Newberry, assistant traffic manage 
Johns Manville, Inc., as attorney for the complainants, anj 
David J. MacMillan, chief rate clerk, Santa Fe, as attorney for 
the defendants. Guests, who served on the Commission, wer 
as follows: Examiner C. J. Peterson, of the Commission; J 
Taylor Green, general freight agent, Clyde-Mallory Steamshiy 
Company; Charles W. Braden, traffic manager, Kentucky Alc 
hol Corporation; William Wharton, eastern freight agent, 
Atlantic Coast Line; Henry McLean, eastern traffic agent, (ep. 
tral of Georgia, and E. H. Newsome, traffic manager, Stein Hall 
Company. Kenneth Sprague, chairman of the traffic committee. 
Nestles Food Company, Inc., was in charge of the program, 


The Traffic Club of Kansas City will hold a luncheon at 
the Baltimore Hotel May 13. Mother’s Day will be observed, 
C. N. Tyner, rector, St. George’s Episcopal Church, will speak 
on “Mother.” Ladies are invited. The Spring golf tournament 
will be held at the Meadow Lake Country Club May 17. Prizes 
will be awarded. “Chevrolet Day” will be held May 20. 


The Grand Rapids Transportation Club will hold a meeting 
at the Rowe Hotel—the last until fall—May 16. Frank L 
DuMond, of the Kent Scientific Museum, will give an illustrated 
address on Alaska. George Hunt will report on the annual 
meeting of the Associated Traffic Clubs of America held at 
New York. Ben D. Rhodes, chairman of the golf committee, 
will report on plans for an outing to be held June 5. 


The Columbus Transportation Club will hold a spring outing 
at the Arlington Country Club May 23. The program includes 
golf and other sports, dinner, election of officers, and enter- 
tainment in the evening. C. S. Long, traffic manager, Ohio 
Farm Bureau Federation, and C. E. Veth, traffic manager, Smith 
Agricultural Chemical Company, are the nominees for president. 
N. S. Worrell, assistant traffic manager, American Zinc Oxide 
Company, is chairman of the committee on arrangements. 


The Junior Traffic Club of Cleveland held a meeting at the 
Winton Hotel May 10. The club holds a meeting the second 
Friday of each month, the principal feature of which is a study 
period in which answers are sought to specific transportation 
questions. 


The Traffic Club of New Orleans held a “Standard Oil 
Luncheon” at the Hotel Roosevelt May 6. H. M. Blain, chair- 
man speakers’ committee, Y. M. C. A. campaign, was the 
speaker. 


The Birmingham Traffic and Transportation Club will hold 
its annual golf tournament at the Woodward Country Club 
May 22. Prizes will be awarded. 


The Traffic Club of Atlanta held a meeting at the Atlanta 
Athletic Club May 6. The program was sponsored by the 
Reading Railway and the Central of New Jersey, and arranged 
by N. G. Skillman. E. D. Hilleary, vice-president, Reading 
Railway, and Arthur Hamilton, vice-president, Central of New 
Jersey, were the principal speakers. Additional guests of honor 
were H. C. Stauffer, general freight traffic manager, Reading; 
N. G. Campbell, assistant freight traffic manager, Central of 
New Jersey, and W. D. Corfield, general freight agent, Reading. 
The Traffic Study Club held a meeting at the Atlanta Chamber 
of Commerce May 8. F. E. Winburn, special representative, 
American Railway Association, was the speaker. The annua 
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golf tournament of the traffic club will be held at the Black 
Rock Country Club May 30. 


The York Traffic Club held a meeting at “Ralph’s” May 9. 
The Rev. Clinton E. Walter, St. Paul’s Lutheran Church, was 
the speaker. 


The eighth annual picnic of the Pacific Traffic Association 
will be held in the Paradise Cove Park picnic grounds May 12. 
The Women’s Traffic Club of San Francisco, Transportation 
Club of San Francisco and the Oakland Traffic Club have 
been invited to participate. A boat ride has been arranged 
and an attendance of five hundred is expected. Lloyd B. 
Hughes, traffic manager, Montgomerw Ward & Company, Oak- 
land, is general chairman, in charge of arrangements. 

The Traffic Club of Jacksonville held a meeting at the 
Seminole Hotel May 7, with what was said to be one of the 
largest and most enthusiastic attendances in the history of the 
club. R. A. McCranie, assistant general manager, Atlantic 
Coast Line, was the principal speaker. Guests included 2! 
railroad officials, and representatives of the naval stores indus- 
tries and chambers of commerce, in the city attending a Com- 
mission hearing on proposed changes in rates on naval stores. 
Fourteen new members were introduced. J. P. Derham, chair- 
man of the entertainment committee, announced details with 
respect to an outing to be held at Jacksonville Beach May 18, 
which will mark the opening date of a golf tournament, for 
which President C. E. Muller has provided a trophy. 


The Traffic Club of Philadelphia will hold an “Outing and 
Shad Dinner’ at Kugler’s Old Mohican Club House, Morris 
Junction, N. J., May 25. Entertainment will include a baseball 
game between the industrial and transportation executives, 
trapshooting, tennis, games and fishing. 


The Transportation Club of Decatur will hold a meeting at 
the Decatur Club May 28. The occasion has been designated 
“Southeastern Lines’ Night.’ Charles Barham, vice-president 
and traffic manager, N. C. & St. L., will speak on “Southern 
Rate Making and Its Development.” 


T. B. Curtis, executive vice-president, Associated Traffic 
Clubs of America, will speak before the Oklahoma City Traffic 
Club May 20. He expects to visit transportation friends in 
Tulsa May 21. 


Personal Notes 
See 


Mrs. Bert M. Barnes, secretary to B. F. McCamey, of the 
Southern Hardwood Traffic Association, and president of the 
Women’s Traffic Club of Memphis, was married to O. E. Bis- 
plinghoff April 30. 

The Triangle Traffic Training Service, Chicago, held its 
anniversary celebration May 2. Those on the program included 
G. H. McGuire, A. T. & S. F.; O. Krischke, C. & A.; T. W. 
Findley, Chicago Great Western; H. A. Hoym, C. M. St. P. & 
P., and W. J. Stemm, Rock Island, of Chicago, and A. W. De- 
Muyser, G. B. & W., of Green Bay, Wis. The entertainment 
was concluded at the Rainbow Fronton, where the organization 
was guest of the management at Jai-Alai games. 

E. L. Brown has been appointed foreign freight agent, South- 
ern Railway, at New York, succeeding L. E. Watterau, promoted. 

J. W. Melone, assistant general freight agent, Baltimore & 
Ohio, at Chicago, has been retired at his own request, because 
of ill health. P. C. McCormick has been appointed assistant 
general freight agent at Chicago, succeeding Mr. Melone. 

I. L. Wade, Jr., has been appointed traveling freight agent, 
Wabash, at Birmingham, Ala. 

H. A. Weaver has been appointed freight traffic manager, 
Kansas City Southern and the Arkansas Western, with head- 
quarters at Kansas City. He will have charge of tariffs, rates, 
divisions, and matters pertaining thereto with other lines. 
G. B. Wood has been appointed freight traffic manager in charge 
of solicitation. J. R. Mills has been appointed assistant freight 
traffic manager and L. V. Beatty has been appointed general 
freight agent, at Kansas City. J. O. Hamilton has been ap- 
pointed general freight agent at Texarkana, Tex. 

A. D. Fowler has been appointed general agent, Litchfield 
& Madison and Alton & Eastern, af Chicago. 

James J. McGraw, general freight and passenger agent, 
Burlington, died at his home in Kansas City May 8. He was 
61 years old. 

Oscar Townsend, traffic manager, Chicago Great Western, 
has been appointed vice-president in charge of traffic. 

E. G. Siedle, traffic manager, Armstrong Cork Company, 
was the guest of honor at a meeting in the rooms of the Traffic 
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Club of Pittsburgh May 4, occasioned by the removal of 

headquarters of his company to Lancaster, Pa. A testim the 

in the form of a ship clock was presented to Mr. Siedle se 

his friends, by P. H. Yorke, general agent, Great N _" 
: = x : orthern 

The Mid-Day Luncheon Club of Springfield, IIL, wit hold j 
yearly “Railroad Night” May 15 at the Leland Hotel. The a 
of honor will be R. B. White, president of the Centra] a 
Jersey, who will speak on “The Railroads Today.” A. T. Weld, 
vice-president, Canadian National, has been asked to be a guest 4 
honor and to speak. G. E. Patterson, vice-president, Ilino 
Central, will give an address of greeting. Archibald Fries - 
president, Baltimore & Ohio, will be chairman of the evening 
and will introduce the guests. Those desiring to attend i 
requested to notify Elmer J. Kneale, secretary of the Mid-Day 
Luncheon Club, Springfield, in order that proper reservations 
may be made. For those arriving in the morning, arrang. 
ments have been made for golf. ¢ 

A. R. Tennis, newly elected president of the Centra] Ohio 
Traffic Club, is division freight agent of the Erie Railroaq at 
Marion, Ohio. fe 
entered the Erie 
service in 1893 as 
chief clerk to the 
general agent at 
Indianapolis, was 
promoted to cop. 
tracting agent a 
Indianapolis in 1899, 
holding that position 
until promoted to 
traveling freight 
agent at Indianapo. 
lis, covering the 
state of Indiana, 
part of Michigan, 
Ohio and __ Illinois, 
In 1912 he was pro- 
moted to division 
freight agent at 
Huntington,  cover- 
ing the territory of 
the Erie west of 
Marion to and in- 
cluding Highlands, 
Ind. He was pro- 
moted to _ division 
freight agent at Ma- 
rion in 1917 and held 
that position through 
government control. 
He was one of the five founders of the Marion Traffic Club, 
which was a nucleus for the Central Traffic Club. 

W. Albert Wilde, for the past four and one-half years man- 
ager of the traffic department of the Lexington Board of 
Commerce, Lexington, Ky., has resigned, effective June 1, to 
accept a position as general traffic manager, Reynolds Metals 
Company and allied companies, with headquarters at Louisville, 
Ky. 





Frank S. Montgomery, district freight agent, Pennsylvania, 
at South Bend, Ind., was presented with a “50 Year Gold Service 
Button” by J. E. Weller, vice-president, traffic, at Chicago May 
9. He completed a half century of service with that line April 
15, having entered its employ April 15, 1879, as a telegraph 
operator on the Indianapolis & Vincennes Railroad, at the 
Centreton gravel pit. He was then 15 years old. 

George R. Fink, president of the new Great Lakes Steel 
Corporation, Detroit, announces the appointment of Harry D. 
Fenske, manager of the transportation and export department, 
effective June 1. Mr. Fenske is now assistant director of the 
traffic-transportation and foreign trade department of the De 
troit Board of Commerce. He has been with the Board of 
Commerce since November, 1925, when the transportation de- 
partment was reorganized with Lee G. Macomber as directol. 

At the annual meeting of the board of directors of the 
North American Car Corporation the officers were reelected, and 
Godfrey M. Brigham, Tulsa, Okla., was elected to vice-president. 
The officers are: Henry H. Brigham, Chicago, president; Erwin 
R. Brigham, Chicago, vice-president; C. O. Frisbie, Chicago, 
vice-president; Godfrey M. Brigham, Tulsa, vice-president; ET- 
win R. Brigham, Chicago, secretary, and G. A. Johnson, Chicago, 
treasurer. 


DRY GOODS TRAFFIC GROUP 


The various divisions of the National Retail Dry Goods 
Association will hold conventions at the Drake Hotel, Chicas®. 
May 20 to 23. The program of the traffic, receiving, and mark- 
ing group for an afternoon session, May 20, is as follows: 
Address of chairman, M. Forman, superintendent of receiving, 





THE TRAFFIC WORLD 


APPROVED! 


—by the best traffic 
departments in the country. 


> 
ss 


— 


Sah 


Stee 


2 


ee > 


WETZEL DROP FRONT TARIFF FILES 


“THE EASIEST WAY" 


Throug h mrecooraieenaeai 


T1—Top Section 


Chicago <a 


| er] = 
BS ee ee 
EE ee eae 
& a * eee ee 
T2—Tariff File Section With 24 2-Inch Drop Front Tariff Files 
The South Shore Line is logically sit- 


uated to render reliable service on carload yl 


traffic moving by way of the Chicago gate- =e = aE ER 
way to and from its physical connections 

with the New York Central Lines at South 

Send, Ind., the Michigan Central R. R., the 

C.I. & L., and the N. Y. C. & St. L. (L. E. 

& W. Dist.) at Michigan City, Ind., and 

the Wabash Ry. at Gary. 


Rates apply via principal railroads, and 
quick interchange of through traffic from 
and to other lines entering Chicago is as- 
sured by direct connections with the largest T4—Tariff File Section With 12 4-Inch Drop Front Tariff Files 
belt switching lines. Team track facilities 
of the various belt lines in the Chicago dis- 
trict are open to the South Shore Line. AT a 
Chicago industries are accessible through T5—Sliding Shelf Section 
switching absorption arrangements. 


Make it read “CSS&SB”! 


Traffic Department: T6-—Two Drawer Storage Section 
CHICAGO—79 West Monroe Street 
Phone Randolph 8200 . 
SOUTH BEND, INDIANA | . a4 
Michigan and La Salle Sts. T7—Low Sanitary Base Section 


Phone 2-5764 
Write us for information 


SOUTH SHORE P. A. Wetzel Company 


mi i= 
The Symbol of Service SPRINGFIELD, ILLINOIS 


Manufacturers 


= 





1174 


R. H. Macy & Co., Inc. New York; appointment of committees 
on nominations and resolutions, by-law revisions; “New De- 
velopments in Transportation,’ J. P. Haynes, executive vice- 
president, Chicago Association of Commerce; “Drayage Ex- 
pense,” E. F. Cosgriff, traffic manager, W. T. Grant Company, 
New York; discussion, “The Application of Scientific Personnel 
Procedure in Receiving Department,’ Dr. Ermin L. Ray, direc- 
tor of the division of psychology and psychiatry, R. H. Macy 
& Co., Inc., New York. 

A joint session of this group will be held with the store 
managers’ division the morning of May 21, with the following 
program: “Centralized Reserve Stockrooms Lower Operating 
Costs,” C. G. Hobart, director of service, W. A. Wieboldt & 
Co., Chicago; “Transportation—Its Effect on Costs, Stocks 
and Profits,’ speaker to be announced later; “Part Time Use 
of Salespeople in Merchandise Marking,” J. E. Griffith, super- 
intendent of receiving, A. I. Namm & Son, Brooklyn, N. Y. 

E. D. Hussey, traffic manager, Jordan Marsh Company, Bos- 
ton, will preside at an afternoon session May 21. Speakers 
and their subjects will be as follows: ‘Hand to Mouth Buy- 
ing—What Transportation Has Dne to Foster It,’ H. G. Taylor, 
manager of public relations, car service division, American 
Railway Association; ‘Study on Marking and Remarking Rapid 
Price-Changing Merchandise,’ M. A. McDermott, receiving man- 
ager, Abraham & Strauss, Inc., Brooklyn, N. Y.; “Practical 
Methods of Reducing Receiving and Marking Expense,” W. C. 
McDermott, traffic manager, Woodward & Lothrop, Washing- 
ton, D. C.; “Report of Classification Committee,’ J. H. Williams, 
traffic manager, The Eleto Company, New York. 

The program of the group for May 22 is as follows: 
“Foreign and Domestic Traffic Problems in Importing,” R. 
Strobl, traffic manager, W. A. Wieboldt & Company, Chicago; 
discussion, led by C. L. McAleer, import manager, Jordan Marsh 
Company, Boston; “Controlling Movement of Merchandise and 
Invoices,” Bruce M. Weinhold, controller, Strouss-Hirshberg 
Company, Youngstown, O.; “How the Receiving Department Can 
Help Reduce Stock Shortages,’ E. A. Godley, retail store con- 
sultant, S. D. Leidesdorf & Co., New York; “Traffic, Receiving 
and Marking Functions in Smaller Stores,’ H. J. Watson, service 
manager, C. O. Miller Co., Stamford, Conn., and Robert Ingram, 
receiving manager, Mack & Company, Ann Arbor, Mich.; report 
of committee on nominations; luncheon to Chicago executives; 
(afternoon), E. F. Cosgriff, traffic manager, W. T. Grant Com- 
pany presiding officer; round table discussion on a number of 
transportation subjects; visits to exhibits, and meeting of new 
board of directors and informal dinner. 

The morning of May 23 a group visit will be made to the 
traffic, receiving, and marking departments of Marshall Field 
and Company. In the afternoon there will be discussion of 
procedures and systems of unusual merit observed in visits to 
selected stores. 


SOUTHERN TRAFFIC LEAGUE 


The eleventh annual meeting of the Southern Traffic League 
will be held at Macon, Ga., June 6. The announcement calls 
attention to the meeting of the Southeast Shippers’ Advisory 
Board at Macon June 7. A. J. Ribe, chairman of the League’s 
stove and range committee, reports that a meeting of that com- 
mittee was held at Chattanooga April 25, and that it was 
determined it should serve as a traffic committee for the South- 
ern Association of Stove Manufacturers, to conduct such litiga- 
tion as may be necessary, “if the carriers insist on putting into 
tariff‘form the rates and ratings on stoves and ranges which 
they now contemplate.” 


COAL AND RAILROADS 


Relation of the bituminous coal mining industry to railroads 
was discussed by Harry L. Gandy, executive secretary of the 
National Coal Association, at the annual meeting this week in 
Chicago of the International Railway Fuel Association. 

“The extent of the actual participation of the railroads in 
the business of mining bituminous coal is not generally real- 
ized,” said he. ‘In a very tangible fashion it cements the bond 
between the two industries. According to the latest govern- 
ment report thereon, which was for 1924, 135 railroad-owned 
mines produced 27,000,000 tons of bituminous coal, which rep- 
resented 5.6 per cent of that year’s total production. This coal 
was mined by 24 railroad-owned companies over a far-flung 
area. Several other railroads which do not operate mining 
properties are large holders of coal lands.” 

As a matter of vital concern to the railroads and all other 
industries, said he, it was not beside the point to cite “the 
present freedom from the danger of a fuel shortage through a 
strike of mine labor. This freedom lies in the fact that the 
capacity of the open-shop mines is in excess of the fuel require- 
ments of the nation. There is no need to elaborate on the 
significance of this situation.” 

Speaking of the loss of markets to the bituminous industry 
in 1928 through competition of other fuels and power and also 
because of increased efficiency in combustion methods and 
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equipment, Mr. Gandy said that, based on the 1929 rate of 
sumption, the loss was estimated at 188,000,000 net tons = 
figure representing more than 37 per cent of the 1998 consum, 
tion. ‘ 

“For instance,” continued he, “and of special inter 
the railroads in 1928 used a total of about 120,000,009 tons 2, 
locomotive fuel. In that year it required 144 pounds of a 
to move a ton of freight and equipment one mile, as pol 
the 1920 figure of 197 pounds, which represents a saving « 
44,000,000 tons in 1928 through the increased combustion, 
mechanical efficiency of the railroads. 

“The 188,000,000 tons lost to the bituminous industry meq), 
a very sizable loss of railroad revenue tonnage. Seyerg] on 
road companies have been parties, in a letter degree, to this 
shrinkage by way of conversion of their locomotives to 9jj burn 
ers. Class I railroads in 1928 used in road train and yarq i. 
motives oil for fuel equivalent to 14,500,000 net tons of bituny, 
nous coal. In the last five years there have been only slight 
variations in that figure. It is argued that the effect of this 
conversion has been a saving in operating costs. This, hoy. 
ever, does not always tell the whole story and other factors 
must be taken into account in computing the balance. | wa 
recently informed by a railroad official that, in one instance, 
least, an apparent saving through conversion from coal to gj 
was turned into a deficit when there was taken into consider. 
tion the lost revenue from the coal mines on the lines of tha 
railroad, mines which needed the supporting factor of the raj). 
road fuel orders.” 


BARGE LINE PROBLEMS 


The Traffic World Washington Bureay 


Secretary of War Good announced May 6 that the advisory 
board of the Inland Waterways Corporation had considered 
various complaints regarding cotton handling at New Orleans 
and a petition of coffee dealers as to an increase in allowance 
for drayage and had passed the following resolutions: 


est here 





The board having before it complaint of the exchanges of New 
Orleans in regard to the handling of cotton on the river during the 
past season recognizes that there have been serious unsatisfactory 
experiences to many shippers. Many of these unfortunate ex- 
periences can be remedied by change in method at point of shipment 
whereby the cotton will be properly assorted and loaded on the barges 
so that on arrival at New Orleans it would be readily delivered to 
the proper parties. Enlarged loading facilities at certain upper 
river points will be necessary to accomplish this desired objective 
and prompt steps will be taken to acquire these necessary facilities 
so that in the coming cotton season it is hoped there will be x 
repetition of the past year’s experience. The board is also convinced 
that it is most desirable that the Inland Waterways Corporation 
should have distinctly larger facilities at the port of New Orleans. 

The board having heard a complaint from the coffee shippers at 
New Orleans regarding an increased allowance for drayage requested 
by reason of a temporary change of wharf facilities assigned to the 
barge line by the dock board, is of opinion that it cannot agree to 
increase the allowance for drayage to the coffee shippers, and that, 
if necessary, it will undertake to dray their coffee at the same allow- 
ance which has hitherto been made. 


James E. Smith, of St. Louis, Mo., has been reappointed 
a director of the advisory board for a period of five years from 
July 24, 1929. 

The advisory board considered the question of the proper 
type of towboat for the upper Mississippi and Missouri rivers 
and recommended that two separate and complete plans and 
specifications be prepared covering the types of boats. It rec: 
ommended the employment of Cox and Stevens as consulting 
architects and engineers in connection with the chief engineer 
of the corporation, Allan Wurtele. 

When the two sets of plans and specifications are com: 
pleted, alternative bids will be asked for, considered by the 
advisory board and a definite selection of the type determined 
upon, which the board will recommend to the Secretary of War 
for approval. 

In answer to inquiry, the Secretary announced that the 
survey for a 9-foot channel of the Missouri River would not 
come to his attention until such a bill was introduced in Com 
gress and then referred to him. The Secretary stated that an 
additional $500,000 had been allotted for the development 0 
the upper Missouri River from Kansas City, Mo., to Sioux City, 
Ia., making a total of one and a half million dollars for this 
part of the river. The Secretary is desirous of pushing that 
work as fast as possible. Next year requests will be made 
for additional money. The one and a half million dollars comes 
out of the $50,000,000 appropriated by Congress for river and 
harbor work this year. There is no authorization to date for 
a survey of the Missouri River from Sioux City northwest as 
far as Fort Benton, although the Secretary realizes that certaln 
members of Congress are desirous of having such a gurve) 
made. 


You may either write or wire our Washington office 


for information concerning matters in any departmet! 
of the government there, if you are a subscriber 
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Calmar Steamship Corporation 


CALMAR LINE—Coast-to-Coast—Via Panama Canal 


Voy. Baltimore Philadelphia Los Angeles 

No. Ship Arrive— Depart Arrive— Depart Arrive— Depart 
6 MASSMAR Sailed Sailed May 6 Mayli1 
6 OAKMAR Sailed Sailed May 21 May 26 
6 TEXMAR . Sailed May 9 May15| June 5 Junel0 
5 CUBORE May 18 May 22| May 24 May 30| June20 June25 
7 CALMAR June 3 June 7/ June 9 Junel5| July 6 July11 
7 PENNMAR | Junel8 June22| June24 June30/ July 21 July 26 


7 YORKMAR 


Voy. Oakland Portland Seattle 

No. Ship Arrive— Depart Arrive Depart Arrive— Depart 
6 MASSMAR | May 13 May16| May 19 May 20| May 22 May24 
6 OAKMAR May 28 May 31| June 3 June 4} June 6 June 8 
6 TEXMAR Junel2 Junel5| June18 Junel9| June21 June23 
5 CUBORE June27 June30| July 3 July 4/ July 6 July 8 
7 CALMAR July 13 July 16| July 19 July 20| July 22 July 24 
7 PENNMAR | July 28 July 31| Aug. 3 Aug. 4} Aug. 6 Aug. 8 
7 YORKMAR | Aug.12 Aug.15| Aug.18 Aug.19| Aug.21 Aug.23 


tion 


CALMAR LINE is a progressive link in this pulsating traffic web. 
Have you tested this link? If not, route your next important, though 
silent salesman, the CALMAR WAY. 


For information regarding i etc., apply to: 
CALMAR STEAMSHIP COR 
Moore & ge ~_ io. 
5 Broadway, New Y 
Bourse Bldg., Philedelphia, Pa. 


Ist Nat. 


Oliver Bldg., Pittsburgh, Pa. 

Rookery Bldg., Chicago, Ill. 

Union Trust Bldg., Cleveland, O. 
LOADING AND DISCHARGING PIERS CONVENIENTLY SITUATED 
BALTIMORE—Pier 3, 

Canton Co. 

PHILADELPHIA—Pier 27 
North Wharves, Read- 
ing Co. 


REMEMBER the olden days of the COVERED WAGON, PONY 
EXPRESS, STAGE COACH and the WINDJAMMER. Transporta- 
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SUBJECT TO CHANGE WITHOUT NOTICE 












































July 3 July 7 


San Francisco 





July 9 July15/ Aug. 5 Aug.10 










































































has woven a magic chain since that interesting period. 










CALMAR STEAMSHIP CORP. 
Swayne & Hoyt, P. C. Agts. 
240 Front St., San Francisco, Calif. 
122 E. 7th St., Los Angeles, Calif. 
911 Bd. of Td. Bldg. .» Portland, Ore. 
201 Central Blidg., Seattle, Wash. 














B’k. Blidg., Baltimore, Md. 










OS ANGELES—230 B Terminal Island 
SAN FRANCISCO—Pier No. 50 
OAKLAND—Howard Terminal 
PORTLAND, ORE.—No. 1 Oceanic Terminal 
SEATTLE—Atlantic Dock Terminal 










Ship to 
and From 
the Orient 
at Express Speed! 


This unusual advantage is offered 
by the ‘*‘President Liners’’ which 
speed to and from the Orient over 
“the Short Route’’. Sailings every 
other Saturday to Yokohama, Kobe, 
Shanghai, HongKong and Manila. 
Arrivals from the Orient every other 
Monday. Through bills of lading to all 
Oriental ports hurry up deliveries. 
Seven 10,000-ton express ‘‘CargoLiners”’ 
augment this service with sailings to 
and from Shanghai, Amoy, HongKong 
and Philippine Island Ports.| 








T. J. KEHOE, Gen. Eastern Agt., 32 Broadway, New York 


W.G. ROCHE, Inc., Gen. Agt. R. W. Bruce, Gen. Agt. 
1714 Dime Bank Bldg. 110 So. Dearborn St. 
Detroit, Mich. Chicago, Il. 


L. L. BATES, General Freight Agent 
1519 Railroad Avenue South, Seattle, Washington 


76 offices in 22 countries at your service 


American Mail Line 
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No. 21850. Sub. No. 4. 


THE TRAFFIC WORLD 


Digest of New Complaints 


eo 
Rystrom Co. et al., York, Neb., vs. Santa Fe 
et al. 

Rates in violation sections 1, 3 
points in Oklahoma, Kansas and Missouri to points in Nebraska 
and Colorado. Alleges lower rates through Superior, Neb., than 
through Kansas City. Ask rates for future and reparation. 
22152. Noonan-Lawrence, Pensacola, Fla., vs. S. A. L. et al. 

Unreasonable charges on gravel, Montgomery, Ala., to Perkins, 
Fla. Asks reparation. 

22156. Miller Construction Co., Louisville, Ky., vs. B. & O. et al. 

Rates and charges in violation sections 1, 3 and 4 of act, on 
contractors’ equipment, Punxsutawney, Pa., to Bowling Green, 
Ky. Asks cease and desist order and reparation. 

22157. United States Potters’ Association et al., Pittsburgh, Pa., 
vs, A. C. L. et al. 

Unreasonable rates and charges on kaolin clay, Crossley and 
other Florida points and Lumpkin, Ga., to C. F. A., Trunk Line 
and New England territories. Ask rates for future and reparation. 
22158. Liquid-Tight Paper Container Association et al., New York, 
nN. 2 VO. A ©. ds. CE al. 

Unreasonable charges on fiberboard, paper, pulpboard and straw- 
board cans and similar articles, from complainants’ plants at 
various points to points in official and western classification terri- 
tories. Ask classification and charges for future. 
22159. The Texas Industrial Traffic League, Dallas, 
A. & S. et al. 

Rates in violation of sections 1 and 3 of act, on classes and com- 
modities between points within Texas via intrastate and inter- 
state routes and between points in Texas and points in other 
states of United States. Other points in southwest alleged to be 
preferred, including Amarillo, Tex., Clinton and Oklahoma City, 
Okla., Kansas City, Mo., Lubbock, San Antonio, Sweetwater, Tex., 
and Wichita, Kan. Asks rates for future. 
22160. Pine Glass Corporation, Okmulgee, Okla., vs. 
Oklahoma & Gulf et al. 

Rates in violation intermediate rates provision of section 
act, on fruit jars, Okmulgee, Okla., to Toccoa, Ga. Asks 
for future and reparation. 

22161. City and County of Denver, Colo., vs. C. B. & Q. et al. 

Rates and charges in violation sections 1, 3 and 4 of act, on 
cast iron pipe and fittings, Bessemer and other Alabama points to 
Denver, Colo. Alleges lower rates charged from same origin 
points to Sandown, Derby, Fort Morgan, Union, Messex and 
other Colorado points. Asks rates for future and reparation. 
22162. Brown Produce Co. Muskogee, Okla., vs. Santa Fe et al. 

Rates in violation of sections 1 and 3 of act, on potatoes, 
points in Colorado, Idaho, Nebraska, Utah and Wyoming, to 
Muskogee, Okla., Tulsa, Okla., alleged to be preferred. Asks rates 
for future and reparation. 
22163. M. C. Fries & Sons, 
et al. 

Rates and charges in violation sections 1, 3, 4 and 6 of act, on 
peaches, Fort Valley (Oakdale), Ga., to Cincinnati, O., reconsigned 
to Corbin, Ky., Cincinnati, O., alleged to be preferred. Asks 
reparation. 

22164. Southern Pine Association, New Orleans, La., vs. A. & W. 
et al. 

Rates in violation sections 1 and 3 of act, on lumber and other 
forest products, points in Alabama, Arkansas, Florida, Georgia, 
Louisiana, Mississippi and Texas, to points in Indiana, Michigan, 
Ohio, New York, Pennsylvania, Maryland, West Virginia, Illinois, 
Wisconsin, Iowa, Missouri, Kansas and Nebraska. Competitors 
in Oregon, Washington, Idaho, Montana, British Columbia, Al- 
berta, California and Nevada alleged to be preferred. Asks 
rates for future. 

22165. National Consumers Paper Corporation, New York, N. Y., 
vs. B. & M. et al. 

Unreasonable rate, rating and charges on paper cups, 
cester, Mass., to New York, N. Y. Asks reparation. 
22166. John Schilt Construction Co., Sioux Falls, S. D., vs. C. & 
N. W. et al. 

Rate in violation of sections 1 and 4 of the act, on building brick, 
Sparland, Ill., to Pierre, S. D. Asks rate for future and reparation. 
22167. East Side Packing Co., National Stock Yards, East St. 
Louis, Ill., vs. C. & E. I. et al. 

Charges in violation sections 1 and 4 of act, on green clear bellies 
(meats), National Stock Yards (E. St. Louis), Ill., to Austin, 
Minn. Asks cease and desist order and reparation. 


and 15 of act, on petroleum, 


Tex., VS. 


Kansas, 


4 of 
rates 


Cincinnati, O., vs. Central of Georgia 


Wor- 


. 22168. Brown Roberts Hardware & Supply Co., Ltd., Alexandria, 


Dt. VS. da & A. oC al. 

Rate in violation sections 1, 3, 4 and 6 of act, on iron strap 
hinges, St. Louis, Mo., to Alexandria, La., as compared with rate 
to Natchez, Miss. Asks cease and desist order and reparation. 
22169. The Kansas Live Stock Association et al., Topeka, Kan., 
vs. A. & S. et al. 

Rates and charges in violation first three sections of act, on 
range and/or stocker and/or feeder cattle and/or calves, points in 
N. Mexico, Arizona, Texas and Oklahoma to points in Kans. Other 
Kansas points alleged to be preferred. Ask rates for future and 
reparation. 

22170. Watkins-Cottrell Co., 
et al. 

Rates and charges in violation sections 1 and 6 of act, on 
children’s vehicles, Toledo, O., to Richmond, Va. Asks reparation. 
22171. Trimble Brothers, Omaha, Neb., vs. Santa Fe et al. 

Rates and charges in violation sections 1, 2 and 3 of act, on 
fresh fruits and vegetables, points in California, Colorado, Idaho, 
New Mexico, Oregon, Utah and Wyoming to points in Nebraska, 
as compared with rates from Idaho, Oregon, Washington, etc., to 
certain Nebraska destinations on Chicago & North Western. Asks 
rates for future and reparation. 

— Phoenix Utility Co., New York, N. Y., vs. 
et al. 

Unreasonable rates on iron plate tanks, Warren, Pa., to Miami 
and Sanford, Fla. Asks reparation. 

22173. Simms Oil Co., Dallas, Tex., vs. B. & O. et al. 

Unreasonable rates on gasoline, Smackover, Ark., to Cincinnati, 
O. Asks rate for future and reparation. 

22174. Deere & Co., Moline, Ill., vs. Belt Ry. of Chicago et al. 

Rates in violation of sections 1, 2 and 6 of act, on iron and 
steel bars, plates and shapes, Gary, Ind., and South Chicago and 
Chicago, Ill., and other points in Chicago district to Moline and 
East Moline, lll. Asks reparation. 


Inc., Richmond, Va., vs. B. & O. 


Pennsylvania 
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No. 22175. W. C. 
“= 

‘harges in violation of section 6 of act, on ; : 
crane, Inverness, Fla., to Atlanta, Ga., reconsigned to" loading 
Asks reparation. Ber, Ga, 

b 176. Arnold Fruit Co., Inc., Jacksonville, Fla., vs, s : 
Line et al. , ; Seaboard i 

Charges in violation first three sections of act, on Carrots wij 
out tops, Mercedes, Tex., to Jacksonville, Fla., as compared yt 
rates from Mercedes to Mobile, Ala., Mobile to Jacksonville. Men 
phis, Tenn., and other river crossings to Jacksonville and in 
terior eastern points and eastern cities to Jacksonville “a 
rates for future and reparation. : 
22177. International Motor Co., 
Pa., vs. Santa Fe et al. 

Unreasonable rates on automobile chassis and 
East Penn Junction, Pa., to Chicago, IIl., Minnesota Tete 
Minn., Kansas City and St. Louis, Mo., Cleveland, O. Pittsbu 
Pa., and Dallas, Tex. Asks rates, rules, regulations and 
visions for future and reparation. Pro. 
22178. A. C. Ochs Brick & Tile Co., Springfield, Minn., yg c 
& St. P. et al oe 

Unreasonable rates and charges on brick, hollow building tile 
hollow building blocks, Springfield, Minn., to various destinatin” 
in South Dakota on the Milwaukee. Asks reparation. _ 
22179. Illinois Powder Manufacturing Co., St. Louis, Mo., ys Th 
— Central et al. bins 

tates in violation sections 1 and 3 of act, on nitr 
Mobile, Ala., New Orleans, La., and Pensacola, Fla. to Coren 
Ill. Alleges lower rates maintained to St. Louis, Mo. East St 
Louis, East Alton and Alton, Ill., and equal rates to points mor 
distant than Grafton, more particularly Ashburn, Mo., Mooar 4 
Edwards, Grasselli and Hegewisch, Ill. Asks rates for future ang 
reparation. 

- 22180. Greenwich (N. Y.) Chamber of Commerce vs. D. & H. et aj 

Rates in violation of sections 1 and 3 of act, on anthracite coal 
points in northeastern Pennsylvania to Greenwich, N. Y., as com, 
pared with rates to Ballston, Troy and a number of other Ney 
York points. Asks rates for future. =a 
22181. Endicott Forging & Manufacturing Co., Inc., Endicott, x, 
Y., vs. Erie et al. 

Unreasonable rates and charges on steel billets, Massillon. 0 
to Endicott, N. Y. Asks rates for future and reparation, vee 

- 22182. Wickes Boiler Co., Saginaw, Mich., vs. C. C. C. & StL 

Rates in violation of sections 1 and 4 of act, on common fire 
brick, Osborne, O., to Indianapolis, Ind. Asks reparation. 

. 22183. Lynchburg (Va.) Iron & Metal Co. vs. S. A. L. et al. 

Unreasonable charges on scrap iron, Abbeville and Clinton, § 
C., to Lynchburg, Va. Asks reparation. 

22184. State Cement Commission of South Dakota, Rapid City, 
S. D., vs. Santa Fe et al. . 

Rates and charges in violation 
ment, Rapid City, S. D., to St. 
termediate Minnesota stations. 
Asks rates for future. 

i — Marquette Coal & Mining Co., Weber, IIl., vs. 
et al. 

Rates in violation of section 3 of act, on anthracite and bi- 
tuminous coal, points in Pennsylvania, West Virginia, Virginia, 
Maryland, Ohio, Kentucky, Indiana and Illinois to Weber, IIL, to 
extent they exceeded rates to Rogers Park, Ill. Asks reparation. 
. 22186. J. A. Kelley, Atlanta, Ga., vs. S. A. L. et al. 

Unreasonable charges on live poultry, Americus, Ga., to Jersey 
City, N. J. Asks reparation. 

. 22187. Peaslee-Gaulbert Co. of Georgia, Atlanta, Ga., vs. South- 
ern et al. 

Unreasonable rates and charges on muriatic acid, Birmingham, 
Ala., and points accorded Birmingham rates, to Atlanta, Ga. 
Asks rates for future and reparation. 

22188. Hamilton Brothers Co., Inc., Gulfport, L. & N. 
et al. 

Rates and charges in violation first four sections of act, on 
artificial and natural roofiing slate, Gretna, La., to Gulfport and 
3iloxi, Miss., as compared with rates to Pascagoula, Miss. Asks 
rates for future and reparation. 
22189. Jackson (Miss.) Traffic Bureau for 
Co., Jackson, Miss., vs. A. G. S. et al. 

Rate and minimum weight on chairs, Cleveland, Tenn., to Jack- 
son, Miss., in violation sections 1 and 4 of act. Asks reparation. 
22190. Loose-Wiles Biscuit Co. et al., Long Island City, N. Y, 
vs. Santa Fe et al. 

Unreasonable rates on bakery goods, St. Louis and Kansas City, 
Mo., and Dallas, Tex., to points in Missouri, Kansas, Arkansas, 
Oklahoma, Louisiana and Texas. Asks rates for future and rep- 
aration. 

. 22191. Municipal Paving & Construction Co., Nashville, Tenn., Vs. 
S. A. L. et al. 

Rates and charges in violation sections 1 and 3 of act, on road 
building machinery, Gainesville and Arredondo, Fla., to Nashville 
and Fosterville, Tenn., and Decatur, Ala. Machinery alleged to 
be preferred. Asks reparation. ht 
. 22192. J. B. Preston Co., Inc., et al. New York, N. Y., vs. ©. © 
& O. et al. 

Rates in violation sections 1 and 38 of 
Spruce Pine, Penland and Franklin, N. C., 
destinations. Richmond, Va., alleged to be 
for future. 

22193. Case 
Haven et al. eae 

Unreasonable rates on building paper, Unionville, Conn., to New 
Bedford and Boston, Mass., Pier 37 and Pier 40, New York. Asks 
rates for future and reparation. 

22194. Minnesota Valley Canning Co., Le 
Ry. of Chicago et al. pare 

Unreasonable rates on empty tin cans, Chicago, Ill., and points 
common therewith, to Le Sueur, Minn. Asks reparation. 
~— Davidson Granite Co., Lithonia, Ga., vs. Georgia R. R. 
et al. ‘ 

Unreasonable rates and charges on granite curbing, Lithonia, 
Ga., to Luverne, Ala. Asks reparation. E I 
22196. Will Mayfield College, Marble vs. C. & EF 
et al. s 

Rates and charges on coal in violation first three sections of 
act, southern Illinois and western Kentucky mines to Lutesville, 
Mo. Alleges Cape Girardeau, Oran, Morley, Sikeston, Charleston, 
Dexter and Essex, Mo., are preferred. Asks rates for future an 
reparation. Hill 

. 22196. Sub. No. 1. Twin City Mercantile & Mfg. Co., Marble ’ 
Mo., vs. Same et al. 

Same complaint and prayer. 


Shepherd, Atlanta, Ga., vs. Tallulah Falls Ry. ¢ 
~ Se UG, 


Asks 


East Penn Junction, Allentowy 


sections 1 and 3 of act, on ce. 
Paul and Minneapolis and to in- 
Kansas gas belt points preferred 


C.&N.W 


Miss., Vs. 


Mississippi Bedding 


act, on ground mica, 
to various interstate 
preferred. Asks rates 
Conn., vs. New 


Manufacturing Co., Unionville, 


Sueur, Minn., VS. Belt 


Hill, Mo., 
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EXPORT 
IMPORT 


Pool Car Distributors 

Constructive Station Deliveries 

Armored Trucks for Handling 
Valuable Products 


Southern Steamship Company 


OPERATING FAST FREIGHT SERVICE 
BETWEEN 


Philadelphia, Pa., and Houston, Tex. 


SAILINGS: 
From Philadelphia . . Wednesdays and Saturdays 
From Houston. ...... Mondays and Thursdays 
Quick Dispatch Thru Package Cars 


GENERAL OFFICES: 
321 Commercial Trust Bidg., PHILADELPHIA, PA. 


Low Rates 


tion 


rsey 


Fastest Service by Sea 
Passenger and Freight 
Itinerary: New York—Havana—Panama Canal—Balboa 
—San Diego (Westbound)—Los Angeles—San Francisco. 


Through Bills of Lading to or from other Pacific Coast 
; also European, West Indian, Canadian, Hawaiian, 


rts 

ar Eastern and Australian ports. 

Passengers’ automobiles accepted uncrated as baggage at 
moderate charge. All steamers equipped for refrigerator 


cargo. 
Proposed Sailing Dates: 
Eastbound frem 
Westbound from New York San Francisce—Les Angeles 


Virginia (new) . June 1 July 13 Mongolia May 18 July 6 
Mongolia June 15 July 27 California (new) June 1 July 20 


California (new) June29 Aug 10 Virginia (new) June 22 Aug. 3 
From Les Angeles 2nd day following 


fonama facific line 


Pier 61 North River, N. Y. C. 1 Breadway, N. Y. 6. 
(W. 23rd St.) Tel. Chelsea 676@ Tel. Bowling Green 8300 
Chicago, 180 N. Michigan Ave. Bosten, 84 State Street 
Philadelphia, Public Ledger Bldg. Baltimere, Chamber ef Cem- 
San Francisce, 60 Califernia St. merce Bldg. 

Les Angeles, Central Bldg. 


THE MOTOR HAULAGE COMPANY, Inc. 
NEW YORK CITY, N. Y. 
P. O. Box 780, BROOKLYN, N. Y. 


Over 150 Heavy Duty Trucks in Operation 


CONTRACTORS FOR 


Baltimore & Ohio R. R. 

Central Vermont Ry. Co. 

Central R.R. of N. J. 

Eastern S.S. Co. Lines 

Long Island R.R. Co. 

New York Central R.R. Co. 

New York, New Haven & 
Hartford R.R. Co. 

Ocean S.S. Co. of Savannah 

Pennsylvania R.R. Co. 


PANAMA MAILS. 8S. CO. 


Fast Freight and Passenger Service 


Regular Fortnightly Sailings Direct to 


PUERTO COLOMBIA, CARTAGENA, CRISTOBAL, COLON, 
BALBOA, PANAMA CITY, CORINTO, LA LIBERTAD, 
ACAJUTLA, CHAMPERICO and MAZATLAN 


With transshipment service via Cristobal to Punta Arenas, 
San Juan del Sur, Amapala, La Union, San Jose de Guate- 
mala, Acapulco and Manzanillo, Mexico. 


Next Sailing from New York 


Intercoastal freight accepted both West and Eastbound, from New York 
te Los Angeles Harbor and San Francisco and from California ports 


to New York. 
140 S. Dearborn St., Chicago, Ill. 2 Pine Street, San Francisco, Cal. 
10 Hanover Sq., New York, N. Y. 548 S. Spring St., Los Angeles, Cal. 


UNITED FRUIT COMPA 


ey, 


63> Steamship Service <Gzas 
General Offices, One Federal St., Boston, Mass. 
FREIGHT AND PASSENGER SERVICE 


Between 


New York New Orleans 


Boston and San Francisco 


and 


Havana and Santiago, Cuba; Jamaica, Panama, 
Colombia, Costa Rica, Guatemala, Honduras, Brit- 
ish Honduras, and via transshipment at Cristobal 
to West Coast Ports of Mexico, Central and South 


America. 


For rates and other information address: 


FREIGHT TRAFFIC DEPARTMENT 


17 Battery Place, 321 St. Charles St., 
New York, N. Y. New Orleans, La. 
140 S. Dearborn St., 
Chicago, Il. 


433 California St., 

San Francisco, Cal. 
Long Wharf, 
Boston, Mass. 
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No. 22196. Sub. No. 2. Lutesville Sand & Gravel Co., Cape Girardeau, 
Mo., vs. Same et al. 

Same complaint as to coal from same origins to Lutesville, 
Delus Spur and Kyger Spur, Mo. Alleges Cape Girardeau pre- 
ferred. Same prayer. 

No. 22196. Sub. No. 3. S. J. and H. A. Hilderbrand, Lutesville, Mo., 
vs. Same et al. 

Same complaint and prayer as to coal, same origins to Lutes- 
ville, Mo. Alleges Cape Girardeau and other points preferred. 
No. 22196. Sub. No. 4. C. A. Walker, Lutesville, Mo., vs. Same et al. 

Same complaint and prayer. 

No. 22196. Sub. No. 5. John P. McCarty, Oran, Mo., vs. Same et al. 

Unreasonable rates on coal, same origins to Oran, Mo. Asks 
reparation. 

No. o_o T. H. Halliburton & Co. et al., Macon, Ga., vs. A. G. S. 
et al. 

Unreasonable rates on cabbage and onions, 
Macon and Americus, Ga. Asks reparation. 

No. 22198. John Kramer, New York City, vs. A. C. L. et al. 

Rates on lumber, violation sections 1 and 8 of act, Allendale, 
S. C., to Newport, Vt., ultimate destination, North Troy, Vt. 
Lumber dealers at Newport, Vt., and Derby Line and other 
points in Province of Quebec alleged to be preferred. Asks rates 
for future and reparation. 

No. 22199. Balcron Coal Co., Inc., Rochester, N. Y., vs. 
Lake Erie et al. 

Unreasonable charges on bituminous coal, Benicoll and Cover- 
dale, Pa., to Rochester, N. Y. Asks reparation. 

No. 22200. National Biscuit Co., New York, N. Y., vs. Santa Fe et al. 
_ Unreasonable rates on bakery goods, from, to and between points 
in Illinois, Missouri, Kansas, Arkansas, Oklahoma, Louisiana and 
Texas, and points involved in Consolidated Southwestern Cases. 
Asks rates for future and reparation. 

No. ry Berkowitz Envelope Co., Kansas City, Mo., vs. 
et al. 

Rates and/or minimum weights on envelopes, Kansas City, Mo., 
to Milwaukee, Chicago, Peoria, St. Louis, Indianapolis, Louisville, 
Memphis, Jackson and Vicksburg, Miss., and New Orleans, and 
other points in violation sections 1 and 3 of act. Competitors at 
Kalamazoo, Detroit, Cleveland, Indianapolis, Chicago, St. Louis 
and St. Paul. Asks ratings, rates and weights for future. 

No. 22202. Savannah (Ga.) Traffic Bureau, Inec., vs. Merchants’ & 
Miners’ Transportation Co. et al. 

Rates, rules, regulations, practices and/or charges in violation 
first three sections of act on classes and commodities from and 
to Savannah, Ga. Competitors at Jacksonville, Fla., alleged to be 
preferred. Asks relief for future. 

No. 22203. Pfaltzgraff Pottery Co., York, Pa., vs. Reading et al. 

Unreasonable rates and charges on clay, Port Reading, N. J., 
to York, Pa. Asks reparation. 

No. 22204. Baker & Holmes Co., Jacksonville, Fla., vs. S. A. L. et al. 

Charges in violation sections 1 and 15 of act, on cement plaster, 
Agatite, Tex., to Jacksonville, Fla., Diverted to St. Petersburg, 
Fla., and Ewing, Fla. Asks reparation. 

No. 22205. Fitch & Wilkinson et al., Jacksonville, Fla., vs. 
et al. 

Rates in violation first three sections of act, on potatoes, points 
in North Carolina, Virginia, Maryland and Delaware to points in 
Florida, Georgia and South Carolina. Asks rates for future and 
reparation. 


Texas points to 


Bessemer & 


Santa Fe 


ae Se Es 
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No. 


- 22206. Sub. No. 1. 


. 22206. Sub. 


. 22206.. Sub. No. 3. 


. 22206. 


. 22206. Sub. No. 5. 


. 22207. Sub. No. 1. J. 


. 22207. Sub. No. 2. 


. 22209. 


Vol. XLII, No. 1g 


22206. Penn Oil Co., Marysville, O., vs. Santa Fe et a] 

Rates and charges in violation section 6 of act, on pet 
products, points in Texas, Oklahoma and Arkansas to Pray eleum 
Ohio. Asks reparation. a 0 ' i Points jy 

e ox Petroleum Co., Ft. Wa 
Same et al. yne, Ind, ys 
Same complaint and prayer as to shipments from Dointe ; 
Oklahoma, Illinois and Kansas to points in Indiana. Ms ip 
No. 2. Pearl Oil Co., Bowling Green, 0., ys § 
et al. "Se Tee 

Same complaint and prayer 
Oklahoma to points in Ohio. 
Gold Medal Oil Co., Cincinnati, 0 


as to shipments from Points ; 


. is ) 
I. & Piet al. > Ve. CR 

Same complaint and prayer, as to shipments from Points ; 
Oklahoma, Kansas and Illinois to points in Ohio. $ in 
Sub. No. 4. H. G. Root Co., Springfield, O., 
& St. L. et al. 

Same complaint and prayer 
Illinois to points in Ohio. 
United Oil Products, 
Louis Merchants’ Bridge Terminal et al. 

Same complaint and prayer as to shipments from 
Kansas and Oklahoma to points in Ohio. 


vs. C.C¢ 


as to shipments from Points jy 
Springfield, 0., vs. s 


points jp 


. 22206. Sub. No. 6. Cincinnati Oil Works Co., Cincinnati, 0., vs. 


Alton & Southern et al. ; 
Same complaint and prayer as to shipments from points jy 
Missouri, Kansas, Oklahoma and Illinois to points in Ohio, — 


22207. S. Kemp, Inc., Hazlehurst, Miss., vs. Illinois Central et a 
Rates in violation section 1 and/or section 3 and/or section 4 
of act, on tomatoes, Hazlehurst, Miss., to New York City. Hatties. 
burg, Miss., and points in Georgia and Florida preferred, ‘Asks 
rates for future and reparation. 
S. Wise, Hazlehurst, Miss., vs. Same et af 
Same complaint and prayer as to tomatoes, Hazlehurst, Miss. 
to Washington, D. C. % 
J. S. Wise, Hazlehurst, Miss., vs. Same et al, 
Same complaint and prayer as to tomatoes, Hazlehurst, Miss, 
to Chester, Pa. 


. 22208. Mobile (Ala.) Chamber of Commerce vs. Gulf & Ship Islan 


et al. 

Seeks removal of undue prejudice against Mobile by establish. 
ment of same practices in handling charges at Mobile and Gut- 
port, Miss., on fertilizer and fertilizer material. 

Eugene J. Zimmermann, New Orleans, La., vs. L. & N. 

Rate in violation of section 6 of act, on tile, glazed and unglazed, 
Covington, Ky., to New Orleans, La. Asks refund. 


. 22210. Southern Pine Association, New Orleans, La., vs. A. &§ 


et al. 

Rates on lumber and articles taking lumber rates and articles 
taking rates related to lumber rates in violation of section 1 of 
the act and in violation of the laws of Texas and/or section 3 
of the act, from producing points in Louisiana, Arkansas and 
Oklahoma to points in Texas and from _ producing points in 
Louisiana, Texas and Arkansas to points in Oklahoma in inter- 
state commerce and also from points in Texas to points in Texas 
via intrastate and interstate routes. Competitors in Pacific North- 
west alleged to be preferred. Asks rates for future from federal 
commission and Texas commission. 


Docket of the Commission 


NOTE—lItems in the Docket marked with an asterisk (*) are new, 
having been added since the last issue of The Traffic World. Cancel- 
lations and postponements announced too late to show the change in 
this Docket will be noted elsewhere. 


May 13—Washington, D. C.—Director Hardie: 

* 13535—Consolidated Southwestern Cases (further hearing, upon the 
sole question, whether creosote oil, in carloads, and rates thereon, 
shall be excepted from the application and requirements of the 
findings heretofore made by the Commission in said .proceeidngs). 


ag a, Minn.—Commissioner Campbell and Examiner 
owell: 
21095 (and consolidated cases)—Rates on newsprint paper, import 
and domestic, to points in Official and Southern Classification 
territories (further hearing). 


May 13—Pine Bluff, Ark.—Examiner Brown: 
21773—Pine Bluff Grain Exchange for Cook-Bahlau 
et al. vs. St. L. S. W. Ry. et al. 


May 13—Washington, D. C.—Examiner Curtis: 
1. & S. 3279—Lime from eastern and Virginia points to Ohio River 
— St. Louis, Mo., and E. St. Louis, Ill., also Ky. and Tenn. 
points. 


May 13—Chicago, Ill.—Examiner Smith: 
North Shore Material Co. vs. C. & N. W. Ry. et al. (further 
hearing). 


May 13—Cincinnati, O.—Examiner Hoy: 

20877_—Rates on salt to and between points in Southern territory. 

16133—Jackson Traffic Bureau vs. A. & V. Ry. et al. 

17032—Florence Chamber of Commerce vs. A. & V. Ry. et al. 

17117—Hudson & Thompson et al. vs. N. I. & N. R. R. et al. 

20657—Jackson Traffic Bureau vs. A. & V. Ry. et al. 

Fourth Section Appl. 2056, 2057, 2060, 601, 542, 1548, 3965, 2138, 2045, 
1563, 1787 and 2043. 

20829—Chattanooga Mfgrs. Assn. et al. vs. S. P. Co. et al. 

20844 _— Sub. 1)—Americus Grocery Co. et al. vs. A. G. S. R. R. 
et al. 

20809—Birmingham Traffic Assn. vs. I. C. R. R. et al. 

20926—Cherokee Mills et al. vs. L. & N. R. R. et al. 

21749—Ohio Salt Co. vs. C. & E. R. R. et al. 


May 14—Chicago, Ill_—Examiner Smith: 

21761—Henry Marble Co. et al. vs. B. & O. R. R. et al. 

1. & S. 3270—Marble, granite and stone from Boston, Mass., and 
New York, N. Y., to Chicago, Ill., Peoria, Ill., and Milwaukee, Wis. 

21174—-Beidster Marble Co. et al. vs. A. A. R. R. et al. ; 

21351 ae Sub. 1 to 4, incl.)—Koken Companies vs. M. P. R. R. 
et al. 

21560—Empire Marble Co. et al. vs. B. & O. R. R. et al. 

21592—-McClymont Marble Co. vs. C. M. St. P. & P. R. R. et al. 

21728—Chester N. Marthens Marble Co. vs. B. & O. R. R. et al. 


Feed Mfg. Co. 


May 


May 15—Chicago, Ill—Examiner Smith: . ee 
* 1. & S. 3261 (and 1st supplement)—Cullet between points in West- 


ern Trunk Line and Illinois territories. 
15—Frankfort, Ky.—Examiner McChord: 


21638—Lee Clay Products Co., Inc., vs. C. & O. Ry. et al. 


May 15—Little Rock, Ark.—Examiner Brown: 


20937 (and Sub. 1)—American Co. of Arkansas et al. vs. A. D. &N. 


Ry. et al. 


May 15—Argument at Washington, D. C.: 


17640—Wrought Washer Mfg. Co. vs. P. M. Ry. et al. 

20205—C. Hager & Sons Hinge Mfg. Co. vs. A. T. & S. F. Ry. etal 
20784—Wilkoff Co. vs. A. & B. B. R. R. et al. LY 
20639 (and Sub. 1 and 2)—Watson Bros. Steel Co. et al. vs. N. }. 


Cc. R. R. et al. 


20934—-Globe Machine & Stamping oo, ve. B. & O. R. R. et al. 


20848—Merwin Mfg. Co. vs. B. & O. 


R. et al 


1. & S. 3107—Waster plates or sheets, between. points in Cc. FA 


May 15—Washington, D. C.—Examiners Marchand 
* Valuation No. 


Valuation 
* Valuation 


territory. 

and Boyden: | 
1060—In re valuation of property of Union Pacific 
R. R. el 
329—In re Oregon-Washington R. R. & Navi. Co. 


1007—In re Oregon Short Line R. R. 


No. 
No. 


Valuation No. 924—In re Ogden Union Ry. and Depot Co. 


Valuation 
Valuation 
Valuation 


May 16—Chicago, Ill.—Examiner Fuller: 
21939—Sand, gravel 


¢, 
21372—Ohio & Indiana Stone Co. et al. 


No. 926—In re Northern Pacific Terminal Co. of Oreg0. 

No. .946—In re Leavenworth Depot and R. R. Co. - 

No. 962—In re St. Joseph & Grand Island Ry. (furt 

hearing). 

and crushed stone from Indiana and Illinois 

points to destinations in Illinois. 

& S. 3093—Sand, gravel and crushed stone 

to destinations in Illinois. Ry 
vs. Cc. Cc. Cc. & St. Le 


from Indiana points 


et al. (further hearing). 


May 16—St. Louis, Mo.—Commissioner Brainerd: 


21740—Tariffs of Warrior River Terminal Co. 


May 16—Argument at Washington, D. C.: 


20610 (and Sub. 1)—Chase & Co. vs. N. Y. C. R. R. Wash. 
1. & S. 3020—Canned goods between points in Calif., Ore. ; 


Ida. and Mont. 


t 
17562—Board of Railroad Commissioners of State of Montana, on 


behalf of Missoula Mercantile Co. vs. Bay Transport Co. et al, 


May 16—Los Angeles, Calif.—Examiner Disque: 


Fourth Section Application No. 13638 and 13639 (further hearing): 


May 16—Little Rock, Ark.—Examiner Brown: 
21474—-Little Rock Chamber of Commerce et al. 


vs. A. & RB. Rf 
et al. 
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INAL WAREHOUSES OF ST. JOSEPH, Inc. 
- ST. JOSEPH, MISSOURI 





MERCHANDISE STORAGE and 
POOL CAR DISTRIBUTION 










GEOGRAPHICALLY 4 on 
LOCATED TO TORS : Warehouses Located in Heart of Railroad District and Jobbing Trade 
pSINCTIVE WAREHOUSE FEDERAL COMPRESS & WAREHOUSE COMPANY 
“ 689 South Front Street, MEMPHIS, TENN. 






Se. 
NEW ORLEANS 


In the heart of the Commercial District 


we have a distributing depot for package freight, op- 
erated for the particular service of the traffic manager 
by a specialized organization that will handle orders as 
promptly and efficiently as your own shipping department. 


The most centrally located warehouse in the city 


COMMERCIAL WAREHOUSES __,gFEICE:, 


ROCHESTER, N. Y. 


CLEVELAND MEMBERS AWA 0.W.A 


i a = 


SE FRV/CE 


9 Oh 


BUILDS BETTER BUSINESS 


MERCANTILE WAREHOUSING ANS DISTRIBUTING 


GENERAL MERCHANDISE STORAGE 
Distribution 


The only modern Merchandise Warehouse fully equipped and centrally 
located in the City of Rochester. 
Insurance rate 12 cents per $100.00. 
Located on private siding of the Buffalo, Rochester & Pittsburgh Railway, 
enjoying switching at flat Rochester rate with all steam roads. 


B. R. & P. WAREHOUSE, Inc., Rochester, N. Y. 













BALTIMORE, MD. Omaha’s Largest 
a ee Merchandise Warehouse 


Cold Storage i-! General Storage 


Poo! Car Distribution—Forwarding—Rigging offers to the public the IDEAL warehouse and 
BALTIMORE TRANSFER CO Phone Vernon 6300 distributing service in the Middle West. 


*7 Monument and Forrest Sts. 





Merchandise Distribution and Warehousing. Ideal 
offices for brokers and branch managers. Central 


H Chicago’s and Kansas City’s location. Reinforced concrete construction. Private 
Merchandise ee ee trackage, no switching charge. Prompt city de- 
Stora ge Al livery service. Pool cars distributed promptly. 


The Terminal Warehouse Co. 
Omaha, Nebr. MemberA.W.A. 11th and Jones St. 
ST. LOUIS — tne 1918 state — MO. 
_- AP a. | 


Pool Car 
2000 cued Distribution 


AUSTRALIA 


FAST DIRECT SERVICE — PASSENGERS AND FREIGHT 


















TRANSATLANTIC STEAMSHIP CO., LTD. Storere, Distributors 
Sailing S. S. Roxen S. S. Anten S. S. Boren heth re Forwarders 
PORTLAND May 10 June 7 > a eeerneeees a * 
Tciven May 4 sane 11 pw eee Ait: General Merchandise 
Lex ouunehenaias-< a une 13 uly 10 phe aceiakcoue 
SAN FRANCISCO] May 18 June 20 = S Se gepepenennes Pool Car Distribution 
LOS ANGELES May 23 June 25 See nee July 20 AY Prompt and 
a 7 Intelligent Service 
NE June 18 July 21 Aug. 13 Aug." 7 
SYDNEY June 24 July 27 Aug. 19 Aug. 12 
NEWCASTLE June 28 July 31 oS a ere 
MELBOURNE July 1 Aug. 4 Aug. 27 Aug. 15 
ADELAIDE July 10 Aug. 12 Sept. 5 Aug. 20 


GENERAL STEAMSHIP CORPORATION 
240 Battery Street, San Francisco 


E. L. MCCONNAUGHEY & CO., INC. J. H. SCHAEFER & CO. 
General Agents 905 Majestic Bldg. 
327 S. La Salle St., CHICAGO Detroit 









oct Sevesteret mums .oaveron __ THRU RATES AND 


ANSONIA 9OSEYMOUR 





reyOn'E wo MRFORD wow maven 7 DIRECT WATER ROUTES 
BRIDGEPORT Sa UN MYSTIC South Norwalk, Bridgeport, New 


<7 WESTERLY ft TOM London and Norwich, Conn. 


t ode F. A., Ww. T. Le» Inter-Mountain, 
LONG ISLAND SOUND exon: BOAT SERVICE O South and Southwest 


Jey STORE DOOR DELIVER’ ©. CLYDE,OLD DOMINION, SAVANNAH, 
~- By OUR OWN MOTOR TRUCKS 2)7(J MALLORY and MORGAN S. S. LINES 
RK 


“atrmssoota soar mom THAMES RIVER LINE, INC., Pier 32 E. R., New York City, ®®N®ST,5, FUCHS. 


SOUTH NORWALK 







Toa 
POWTS West 
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May 16—New York, N. Y.—Examiner Stiles and Parker: 
16746_Independent Slaughterers’ Traffic Assn. et al. vs. N. Y. C. 
R. R. et al. 
—_ — 1 to 3, incl.)\—Swift & Co. et al. vs. A. T. & S. F. 
y. et al. 
17411 (and Sub. Nos. 1 to 3, incl.)—Kennett-Murray Live Stock 
Buying Organization et al. vs. A. C. & Y. Ry. et al. 
— & Co. et al. vs. A. T. & S. F. Ry. et al. (further hear- 
ing). 
May 17—Atlanta, Ga.—Examiners Money and Esch: 
eee 8, cottonseed, its products and related articles (further 
earing). 


May 17—Argument at Washington, D. C.: 
a” 2 Ohio Lime Manufacturers et al. vs. Penna. 
~ me. St al. 
19951—Ohio Hydrate & Supply Co. vs. Penna. R. R. et al. 
20234 (and Sub. 1)—Acme Glass Co., Inc., vs. Penna. R. R. et al. 
— _— Sub. 1)—Washington Building Lime Co. vs. Penna. R. R. 
et al. 


May 18—Chicago, Ill_—Examiner Smith: 
21955—Darling & Co. vs. B. & Ar. R. R. et al. 


May 18—Argument at Washington, D. C.: 
15030 (Sub. 1)—Oscar Mayer & Co. vs. N. Y. C. R. R. et al. 
20989—-City of Crawfordsville vs. C. C. C. & St. L. Ry. 


May 20—Washington, D. C.—Examiner Devoe: 

* Finance No. 7320 (and Sub. 1)—In the matter of application of Grand 
Trunk Western R. R. for authority to operate and to acquire con- 
trol of certain railroads, to issue capital stock and bonds, and 
to assume obligation and liability. 


May 20—Cape Girardeau, Mo.—Public Service Commission of Mis- 


souri: 
* Finance No. 7402—Application St. L.-S. F. Ry. for authority to 
abandon certain lines of railroad in Stoddard, Dunklin, New 


Madrid, and Pemiscot counties, Mo. 


May 20—Tulsa, Okla.—Examiners Fuller and Peyser: 
17000—Part 4-A—Rates on Refined Petroleum from, to and between 
points in southwest (adjourned hearing). 


May 20—Washington, D. C.—Director Mahaffie: 
20672—Interstate Commerce Commission vs. K. C. S. Ry. 


Moy 20—Roswell, N. M.—Examiner Archer: 

21531 (and Sub. 1)—Oscar White vs. A. T. & S. F. Ry. et al. 
21390—Lane & Fort vs. A. T. & S. F. Ry. et al. 
21832—J. J. Lane vs. A. T. & S. F. Ry. et al. 
21337 (and Sub. 1)—J. J. Lane vs. A. T. & S. F. Ry. et al. 
21984—E. O. Finley vs. A. T. & S. F. Ry. et al. 
22034—$M. L. Cottingham vs. A. T. & S. F. Ry. et al. 


May 20—Chicago, Ill.—Examiner Smith: 

19646—Gopher State Canneries, Inc., vs. A. T. & S. F. Ry. et al. 

21808—Michigan Canners’ Assn. vs. A. A. R. R. et al. 

1. & S. 3236—Plumbers’ Goods between points in Central Illinois and 
Western Trunk Line territories. 

1. & S. 3088 (and Sub. Nos. 1, 2, 3, 4, 5 & 6)—Cans, iron, steel or tin, 
in Illinois and Western Trunk Line territories and between these 
territories and Central territory. 

1. & S. 3218—Plumbers’ goods between points in Central, Illinois and 
Western Trunk Line territories (in so far as household enameled 
ware is concerned). 


May 20—Argument at Washington, D. C.: 

Ex Parte 88—Reparation on intrastate traffic (Oklahoma). 

20757—Truscon Steel Co. vs. Penna. R. R. et al. 

20967—-Procter & Gamble Co. vs. A. G. S. R. R. et al. 

21233 (and Sub. 1)—John P. Squire & Co. et al. vs. B. & A. R. R. 
et al. 

May 21—Washington, D. C.—Examiner Davis: 

* Finance No. 7551—Joint Application of Northwestern Bell Telephone 
Co. and Project Telephone Co. for a certificate that the acquisi- 
tion by the former company of the properties of the latter com- 
pany will be of advantage to the persons to whom service is 
to be rendered and in the public interest. 

* Finance No. 7587—Joint Application of New York Telephone Co., 
East Berne Telephone Co., Inc., and Rensselaerville & Westerio 
Telephone Co., Inc., for a certificate that the acquisition by the 
New York Telephone Co. of the properties of the other applicants 
will be of advantage to the persons to whom service is to be 
rendered and in the public interest. 


May 21—Argument at Washington, D. C.: 
20999—-Wichita Flour Mills Co. vs. A. T. & S. F. Ry. et al. 
21140—Muncie Foundry & Machine Co. et al. vs. C. & O. Ry. et al 
21167—Hoosier Iron Works vs. D. & T. S. L. R. R. et al. 
21460—Terre Haute Malleable & Mfg. Co. vs. C. & E. I. Ry. et al. 
May 21—Roswell, N. M.—Examiner Archer: 
21459—Gilliland Oil Co. vs. A. T. & S. F. Ry. et al. 
May 22—Galveston, Tex.—Examiner Disque: . 
Fourth Section Applications Nos. 13638 and 13639 (further hearing). 
May 22—Roswell, N. M.—Examiner Archer: 
21908—Bukove Motor Co. et al. vs. A. T. & S. F. Ry. et al. 
May 22—Washington, D. C.—Examiner Davis: . 
* Finance No. 7438—Joint Application Colorado R. R. for authority to 
construct a line of railroad in Larimer county, Colo., and of the 
Cc. & S. Ry. for authority to acquire control of said line by lease. 
May 22—Argument at Washington, D. C.: 
20856—Blanchard Lumber Co. et al. vs. B. & M. R. R. 
21320 (and Sub. 1 and 2)—Freight Traffic Department, 
Chamber of Commerce, Concord, N. H., vs. B. & M. R 


POSITIONS WANTED OR OPEN 


POSITION WANTED—Traffic manager or assistant, fifteen years’ 
experience industrial and railroad circles together with special train- 
~ in traffic affairs; married, thirty-seven years old; now employed. 
Address A. A. A. 200, care Traffic World, Chicago, III. 


FOR SALE—Buckram bound issues Traffic World, 1920 to 1928, 
inclusive, new condition, lot carriage paid $75. Address J. D., care 
Traffic World, Chicago, IIl. 


Concord 


SAVE one-half or more on your printed traffic forms. We print 
in large quantities and carry in stock forty standard styles of traffic 
forms, foreign invoices and bills of lading, for immediate shipment. 
Price list and samples free upon request. Traffic Forms Co., Janes- 
ville, Wis. 


THE TRAFFIC WORLD 


Vol. XLIII, No, 19 


21617—Consolidated Rendering Co. vs. B. & M. R. R 
21524—Blanchard Lumber Co. et al. vs. N. Y. N. H. & HRP 
May 22—Charleston, S. C.—Special Examiner Rice: ‘ 
* 21841—Charleston Traffic Bureau vs. A. C. L. R. R. et al. 
May 23—Washington, D. C.—Examiner Davis: 
* Finance No. 7569—Joint Application Northern Pacific Ry 
Minneapolis, St. Paul & Sault Ste. Marie Ry. for authority! 
pool ore tonnage and coal moving to and from the Cuyuna Re to 
Minn., and for authority to jointly operate certain track ee 
facilities. S and 
May 23—Chicago, IIl.—Examiner Smith: 
21869—Exaporated Milk Assn. vs. A. & R. R. R. et al, 

May 23—Argument at Washington, D. C.: 
20981—-Gill-Virden Co. vs. A. & R. R. R. et al. 
21104—Salem Brass & Iron Mfg. Co. vs. C. R. R. of N. J. et al 
21189—Missisquoi Pulp & Paper Co. vs. Cent. Vt. Ry. et al 
21404—C. M. Bailey’s Sons & Co. vs. Penna. R. R, et al, ; 

May 24—Waco, Tex.—Examiner Disque: 

1. & S. 3283—Lumber and other forest products from P: 
west to destinations in Texas and Waurika, Okla. 

May 24—Chicago, Ill—Examiner Smith: 

21926—Evaporated Milk Assn. vs. A. & R. R. R. et al. 


et al, 


icifie north. 


AIRSHIP SERVICE TO HONOLULU 

President Hoover was advised May 9 of proposed plans 
looking to the establishment of airship service between |» 
Angeles and Honolulu. Senator Burton, of Ohio; Pau yw 
Litchfield, president of the Goodyear-Zepplin Corporation, at 
Akron, O., and others, called on the President and’ discusseq 
the proposal. 

Senator Burton said those interested in the project were 
desirous of obtaining the views of government officials and 
that the President evinced sympathetic interest in the pro- 
posal. He said it was believed that legislation would be neces. 
sary to enable the Postmaster General to award contracts to 
the airship company for the transportation of the mails ona 
basis similar to that provided in the Jones-White merchant 
marine act with respect to steamship transportation of the 
mails. 

Passengers and mail would be carried by the airships, The 
trip from Los Angeles to Honolulu, it was stated, could be made 
in about 36 hours. With the establishment of service to Hono 
lulu, it was said, plans would be made to extend the service 
to Manila, points in Japan and, probably, other Far Eastem 
points. 

Senator Burton said bills would be 
for mail contracts with airship services. 


COMMUNICATION BILL HEARING 


Hearings were begun this week by the Senate interstate 
commerce committee on S. 6, the bill introduced by Senator 
Couzens, of the committee, providing for the creation of a fed- 
eral communications commission with jurisdiction over trans- 
mission of intelligence by wire and wireless. Under the bill, 
the Interstate Commerce Commission would be deprived of the 
jurisdiction now vested in it as to regulation of wire and Wire 
less companies. Louis G. Caldwell, formerly general counsel 
of the Federal Radio Commission, which would be supplanted 
by the new commission, was the first witness. The committee 
planned to devote considerable time to the radio phases of the 
problem involved. 


introduced providing 





RAILROAD UNIFICATION 


Alfred P. Thom, general counsel of the Association of Rail- 
way Executives, called on President Hoover May 9 to assulfe 
him that the railroads were not trying to obtain action on rail- 
road unification legislation at the special session of Congress 
in spite of the President’s desire that legislation be limited 
to tariff and farm relief. 

Reports have been published to the effect that the rail- 
roads have been, in effect, moving heaven and earth in order 
to obtain action on the unification bill at the special sessiol. 
Mr. Thom said he wished to assure the President that the rail 
roads were not trying to interfere with the limited legislative 
program. 

It is understood the position of the railroads with respec! 
to the unification bill is similar to that taken by Senator Fess, 
of Ohio—that if the plan for a limited legislative session should 
be abandoned, it would be proper to seek action on the unifica- 
tion bill but that if the limited program remains in effect until 
the end of the session, no effort will be made to have the bill 
taken up. 


LEONARD’S GUIDE 
TE 


FREIGHT, EXPRESS, PARCEL POST 


Rates and Routing All in One Book! 
Send for Sample Sheets 


G. R. Leonard & Co. 


155 N. Clark St., Chicago 15 E. 26th St., New York 





